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Earthwork Calculations. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

My formula for toe of dump in your issue of Sept. 2 was 
incorrect, as all the calculations then made were fora 6 ft. 
fill, and I find there are three variable elements in the case, 
namely, road-bed, slope ratio and fill. 

The formula for cubical content of a railroad embankment 
from crown to toe of bank should be as follows: 

Let W = cubical contents of wedge. 
S'= slope ratio. 
R = width of road-bed. 
F = fill. 

Then cubical content of entire section from crown to toe 
8S x 7 


R 


| variable elements. 


=W+ (wx 


GEORGE BAYLEY WILLIAMS. 
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Train Accidents in October. 


The following acvidents are included in our record for the 
month of October: 


REAR COLLISIONS. 


On the Ist a section of a circus train on the Chicago & 
Northwestern road ran into a preceding section near Cedar 
Rapids, Ia., damaging several cars. 

On the evening of the 1st a freight train on the Lake 
Shore & Michigan Southern r ran into a preceding 
freight at Harbor Creek, Pa., wrecking several cars. 

On the morning of the 2d a freight train on the Richmond 
& Danville road ran into a preceding freight which had 
stopped to take water near Greenshoro, N, C. Six cars 
were wrecked and an engine damaged. 

- On the morning of the 4th a freight train on the Chicago. 
St. Paul, Minneapolis & Omaba road ran intu a car left 
standing on the main track at Hadley, Minn. Some dam- 
age was done and two trainmen hurt. 

On the morning of the 5th a freight car on the Northern 
Central road broke loose and ran down a steep grade at 
great speed and into some cars standing in the yard at 
Shamokin, Pa., making a bad wreck, 

On the evening of the 5th a passenger train on the New 
York, Lake Erie & Western road ran intothe rear of some 
cars which had broken loose from a freight at Vandalia, 
N. Y. The engine and several cars were wrecked, and the 
wreck caught fire and was partly destroyed. The engineer 
was badly hurt. 

On the afternoon of the 6th a Hanover Branch engine 
started off alone, from some unknown cause, and ran along 
the uld Colony track to Weymouth, Mass., where it ran 
into a passenger train, duing some damage. 

On the evening of the wth a freight train on the Cincin- 
nati, Indianapolis, St. Louis & Chicago road ran into a pre- 
ceding freight near Fowler, Ind., damaging several cars. 

On the morning of the 8th a freight train on the Pennsyl- 
vania Railroad ran into the rear of a preceding freight near 
Leaman Place, Pa. The engine ond 15 cars were badly 
broken and the engineer hurt. 

About noon on the 1ltn an engine cn the Western & 
Atlantic road ran into a passenger train on a siding in 
Atlanta, Ga., ee the tender and a car. 

On the 11th a freigtt train on the New York & New 
England road ran over a misplaced switch and into another 
freight standing on asiding at East Dvuglas, Mass. Both 
engines and several cars were damaged. 

n the morning of the 12th a passenger train on the Long 
Island road rap into another passenger train near White- 
stone Junction, N. Y., damaging two cars. 

On the evening of the 12th a freight train on the New 
York & New England road ran into the rear of a gravel 
train at Hyde Park, Mass., wrecking a car and killing two 
men. 

On the morning of the 13th a freight train on the Burling- 
ton & Missouri River Railroad in Nebraska broke in two 
near Table Rock, Neb., and the rear cars ran back down 
grade and into the rear of a construction train, wrecking 
several cars and killiug three men. 

On the morning of the 14th a freight train on the Fitch- 
burg road ran iuto a preceding treight near Montague, 
Mass., wrecking several cars. 

On the morning of the 14th an extra freight train on the 
Naugatuck road ran into the rear of a regular freight nezr 
Waterbury, Conn. The engine and several cars were 
damaged, the fireman badly and five passengers in the 
caboose slightly hurt. 

On the 16th a passenger train on the New York, Lake 
Erie & Western road ran into the rear ofa freight near 
Vosburg, N. Y., damaging several cars. The engineer and 


fireman were hurt. 
r train on the Mis- 








On the evening of the 16th a passen; 
souri Pacific road ran into the rear of a freight which was 
going into a siding at Meramec, Mo. An engine and several 
cars were damaged, two trainmen and two tramps hurt. 

On the morning of the 18th a rerpairérain on the Chicago 
& Northwestern road ran into a freight train stopping at 
Canfield, Il, damaging several cars and injuring a brake- 
man. 

On the evening of the 18th a freight train backed into a 
passenger train which had stopped on the Chicago & North- 
western road in Chicago, Ill. One man was killed and 
seven hurt. 

On the peuing of the 19th a freight train on the Penn- 
sylvania Railroad broke in two near Altoona, Pa., and the 
rear section ran into the forward one, wrecking several cars. 

_On the —r the 19th a freight train on the Connec- 
ticut River road broke in two neir Greenfield, Mass., and 
the rear section ran into the forward one, wrecking several 
cars and injuring two brakemen. 

On the afternoon of the 19th as a freight train on the 
Cincinnati Southern road was backing up to take on some 
cars, at McKinney, Ky., the engine became unmanageable 
from some cause and ked into the cars at high speed, 
wrecking them, killing three trainmen and two others who 
were on the cars, and injuring two more. 

On the 22d a repair train on the Southeastern Railway, of 
Canada, ran into the rear of a freight train: near North 
Troy, Vt., damaging several cars. 

On the afternoon of the 22d a repair train on the Philadel- 





| ae & 4 road —— into Ses rear of a freight train near 
in ay ing several cars. 

On the evening of the 22d a light engine on the New York, 
New Haven & Hartford road ran into the rear of a freight 
train at Berlin, Conn., wrecking two cars. 

On the morning of the 23d a freight trainon the New 
York Central & Hudson River road broke in two near Buffalo, 
N. Y., and the rear section ran into the forward one, wreck- 
ing several cars, 

A few minutes afterward a following freight ran into the 
wrecked train, doing more —— 

On the 23d a yard engine on [ 
Dayton road ran into the rear of a freight train in Dayton, 
O., wrecking two cars and injuring the conductor. 

On the evening of the 23d a freight train on the Pittsburgh, 
Ft. Wayne & Chicago ran into a —— freight which 
had stopped for water at Bucyrus, O., wrecking the caboose 
and oe. two men. : 

On the afternoon of the 24th a freight train on the Fitch- 
burg road ran into a preceding freight train near Pequoig, 
Mass., damaging two cars and killing a brakeman. 

On the night of the 25th a special passenger train on the 
Virginia Midland road ran into the rear of a freight train 
near Rockfish, Va., wrecking two cars and injuring two 
trainmen. 

On the morning of the 27th a passenger train on the 
Southeastern Railway, of Canada, ran over a misplaced 
switch at Richford, Vt., and into a freight engine on a sid- 
ing, doing some damage. 

On the afternoon of the 29th a freight train on the Penn- 
sylvania Railroad ran into a preceding train near Luncas- 
ter, Pa., wrecking several cars. An oil car caught fire and 
seven cars were burned up. 

On the 30th a freight train on the Grand Trunk road ran 
into the rear of a preceding freight which had stopped near 
Brockvi!le, Ont., and sent ovt no signal. Two cars were 


wrecked. 

On the night of the 31st a freight train on the Pittsburgh, 
Cincinnati & St. Louis road ran into another freight on a 
siding in Columbus, O., damaging several cars. 


BUTTING COLLISIONS, 


Very early on the morning of the Ist there was a butting 
collision between two freight trains on the St, Paul, Miune- 
apolis & Manitoba road near Melrose, Minn. Both engines 
and 15 cars were aa upina bad wreck, a fireman and a 
brakeman hurt. The wreck caught fire and was destroyed. 

On the evening of the 8d several cars broke loose from a 
freight train on the New York, Lake Erie & Western road 
at Avon, N. Y., and ran back into the head of a following 
passenger train. The engine and several cars were wrecked, 
the engineer killed and fireman hurt. 

On the evening of the 4th there was a butting collision be- 
tween a passenger and a gravel train in the tunnel at Salem, 
Mass., on the Eastern road. Both engines were badly dam- 
aged. Itissaid that the signu.s were displayed for both 
trains to pass on. One man was hurt. 

On the morning of the 7th there was a butting collision 
between two freight trains on the Indianapolis & St. Louis 
road near Greencastle, Ind. Both engines and several cars 
were wrecked. 

On the evening of the 19th there was a butting collision 
between two freight trains at Bismarck Grove, Kan., on the 
Union Pacific road. 

On the evening of the 19th there was a butting collision 
between two coal trains on the Lehigh Valley road in Easton, 
Pa. Both engines and several cars were damaged. 

yng Be the morning of the 20th there was a butting col- 
lision between two freight trains on the Cleveland, Colum- 
bus, Cincinnati & Indianapolis road near Ostrander, O., by 
which both engines and several cars were wrecked. 

On the morning of the 20th there was a butting collision 
between a passenger and a freight train on the Utah & 
Northern road near Market Lake, Idaho. Both euginesand 
several cars were wrecked, one trainman killed and five 
burt. 

On the 22d there was a butting collision between two 
freight trains on the Baltimore & Ohio road near Mt. Ver- 
non, U., by which both engines and 15 cars were badly 
wrecked. Tle accident is said to have been caused by a dis- 
patcher’s mistake. 

Qn the morning of the 24th there was a “yy collision 
between a freight train and a wild engine on the Cleveland, 
Tuscarawas Valley & Wheeling road near Massillon, O. 
An engineer and fireman were hurt. 

On the morning of the 29th a wild engine and a freight 
train on the Baltimore & Ohio road had a butting collision 
near Mansfield, O. Both engines were damaged, » fireman 
killed and three others hurt. 

On the night of the 30th there was a butting collision 
between a 7. and a freight train on the Chicago, 
Milwaukee & St. Paul road near Leaf River, IIL, by which 
both engines and several cars were wrecked, an engineer and 
fireman hurt. 

On the night of the 39th there was a butting collision 
between two freighs trains on t:.e Chicago & Alton road, 
neur Carlinsville, Ill., by which both engines and 12 cars 
were wrecked, and a brakeman killed. 


CROSSING COLLISIONS. 


On the evening of the 3d a Wabash, St. Louis & Pacific 
freight train ran into a Baltimore & Ohio freight at the 
crossing in Defiance, O., damaging an engine and car. 

On the morning of the 8th a Chicago, Milwaukee & St. 
Paul ww train ran into a Chicago & Northwestern 
freight at the crossing at Fulton Junction, Ill. A freight 
car was thrown over on the station platform, killing two 
men and injuring three others. 

DERAILMENT, BROKEN RAIL. 

Very early on the morning of the 19th, a passenger train 
on the Chicago, Milwaukee & St. Paul road struck a broken 
rail near Pewaukee, Wis.. and six cars left the track, two of 
them going down a bank into the water. There were 46 
persons hurt, most of them slightly. 

DERAILMENTS, BROKEN WHEEL. 

On the afternoon of the 3d several tars of a freight train 
onthe New York & New England road were thrown from 
the track near Walpole, Mass., by a broken wheel. 


On the morning of the 12th several cars of a freight train | Tro 


on the Grand Trunk road were thrown from the track near 
Scarboro, Ont., by a broken wheel. 
DERAILMENT, BROKEN AXLE. 

On the morning of the 29th a number of cars of a coal 
train on the Central Railroad of New Jersey were thrown 
from the track near East Rahway, N. J., by a broken axle. 

DERAILMENTS, BROKEN TRUCK. 

On the morning of the 7th several cars of a freight train 
on the Naugatuck road were thrown from the track in 
Bridgeport, ue. the breaking of a truck. The cars 
were badly damaged, and the plattorm of the station torn 


up. 

Early on the morning of the 15th several cars of a freight 
train on the Permsylvania Railroad were thrown from the 
track near Christiana, Pa., by the breaking of a truck. 

DERAILMENT, BROKEN CAR. 


On the morning of the 14th a flat car heavily loaded with 


e Cincinnati, Hamilton & h 


stone on the Port Jervis & Monticello road broke in two 
near Port Jervis, N. Y., and went off the track, 
DERAILMENTS, BROKEN BRIDGE. 

On the 14th the engine and several cars of a freight train 
on the New York, Ontario & Western road broke through a 
bridge at Westfield Flats, N. Y., and were wrecked. A 
brakeman was badly hurt. 

On the morning of the 17th a freight train on the Bur- 
lington, Cedar Rapids & Northern road broke through a 
bridge near Iowa City, Ia., the abutments of which had 
been partly washed out by a fresbet. Three trainmen were 

urt. 


On the morning of the 24th a freight train on the Illinois 
Midland road went through a bridge at Sugar Creek, Il., 
and several cars were wrecked. 

On the morning of the 24th the engine of a construction 
train on the Central Iowa road broke through a bridge near 
Marshalltown, Ia. One man was hurt. The bridge was 
just finisbed. 

On the morning of the 27th a shifting engine on the Dela- 
ware, Lackawanna & Western road broke through a small 
bridge in Utica, N. Y., and fell into the mud. 

On the evening of the 28th a freight train on the Missouri 
Pacific road broke through a small bridge near Bement, Mo., 
and three cars went down and were wrecked. 


DERAILMENT, SPREADING OF RAILS, 


At noon on the 12th a freight train on the Wabash, St, 
Louis & Pacific road was thrown from the track near 
Springfield, Ill., Sp ep by the spreading of the rails, One 
car was upset and the road blocked four hours. 

DERAILMENTS, LAND-SLIDE. 

On the evening of the 30th, a passenger train on the East 
Tennessee, Virginix & Georgia road ran into a rock and 
earth slide near Cleveland, Tenn. The engine and two cars 
were upset and one man hurt. 

On the night of the 30th a freight train on the Norfolk & 
Western road ran into a land-siide near Max’s Meadow, Vai; 
and several cars were wrecked. 

On the morning of the 3ist a freight train on the East 
Tennessee, Virginia & Georgiaran intoa land-slide near 
Lenoir, Tenn., and was thrown from the track; 

On the night of the 31st a freight train on the Pennsyl- 
vania Railroad ran into a land-slide near Safe Harbor, Pa., 
and the engine and six cars went down a bank into the 
Subquehanna, killing the engineer and injuring the fireman. 


DERAILMENT, WIND. 


On the 18th a passenger train on the Des Moines & Ft. 
Dodge rvad was blown from the track by a high wind neat 
Perry, Ia. 

DERAILMENT,; ACCIDENTAL OBSTRUCTION; 

On the zfterncon of the 26th a constiuction train on the 
moony & Northwestern road struck a push car on a bridge 
near Humboldt, Ia., and the engine and several cars weré 
thrown from the track and over the bridge. A man was 
killed and another fatally hurt. 


DERAILMENTS, CATTLE. 

On the night of the 8th a train on the Chatham Branch 
ran over a steer near Nelson, N. B., and the engine was- 
thrown from the track. 

Very early on the morning of the 10th a freight train on 
the East Tennessee, Virginia & Georgia rvad ran over a cow 
near Sweetwater, Tenn., and the engine and eight cars were 
thrown from the track. 

Very early on the morning of the 8th a passenger train 
on the Chicago, St. Paul, Minneapolis & Oniaha road ran 
over acow near Sioux City, Ia. The engine was thrown 
from the track and the engineer hurt. 

On the morning of the 13th a freight train on the Chicago; 
St. Paul, Minneapolis & Omaha road ran over a cow near 
St. Peter, Minn., and the engine and 10 cars were thrown 
from the track, killing the man and a brakeman and in- 
juring another man. 

On the gg of the 16th a passenger train on the 
Jeffersonviile, Madison & Indianapolis road ran over a cow 
near Jeffersonville, Ind., and the whole train wes thrown 
from the track. The conductor was killed and a passenger 
burt. 

On the afternoon of the 17th a freight train on the Balti- 
more & Ohio road ran over a steer near Glenford, O. The 
engine was thrown from the’ track, the fireman and brake- 
man burt. 

On the night of the 27th a freight train on the Wabash, 
St. Louis & Pacific road ran over a horse near Memphis, 
Mo., and three cars were thrown from the track. 

On the night of the 28th a passenger train on the Missouri, 
Kansas & Texas road struck a mule close to the bridge at 
Osage River, Mo. The engine was thrown from the track 
and went over the bridge into the river, killing the engineer, 
injuring the fireman and a boy. 

On the evening of the 31st a passenger train on the Lake 
Erie & Western road ran over a horse near Boswell, Ind. 
The engine and baggage car were thrown from the track and 
upset, the engineer killed and fireman burt, 

On the night of the 31st a freight train on the Pittsburgh; 
Cincinnati & St. Louis road ran over a cow near Dayton, 
&, = the engine and several cars were thrown from the 
track. 

DERAILMENTS, MISPLACED SWITCH. 


On the morning of the 6th a coal train on the Lehigh 
Valley road was thrown from the track at Pattenburg, 
N. J., by a misplaced switch, 

On the morning of the 15th a coal train on the Pittsburgh 
& Castle Shannon road was thrown from the track at Fair 
Haven, Pa., by a misplaced switch and the engine and eight 
cars were badly broken. 

On the night of the 18th 20 cars of a coal train or the Cen- 
tral Railroad, of New Jersey, were thrown from the track 
at Elizabethport, N. J., by a misplaced switch. 

On the owes of the 20th the engine of a freight train 
on the New York, Lake Erie & Western road was thrown 
from the track in Buffalo, N. Y., by a misplaced switch. 

On the 25th the engine and one car of a freight train on 
the New York, Lake Erie & Western road were thrown 
from — track in Satamanca, N. Y., by a misplaced 
switch. 

On the night of the 25th two cars of a freight train on the 

y & Greenfield road were thrown from the track in 
Greenfield, Mass., by a misplaced switch. One man jumped 
from the caboose and was hurt. 

On the afternoon of the 27th a passenger train on the 
Northeastern Railroad, of Georgia, was thrown from the 
track at Harmony Grove, Ga., by a misplaced switch. 

On the morning of the 25th a pger train on the 
North Penn. Division of the Philadelphia & Reading road 
was thrown from the track at Sellersville, Pa., by a mis- 
placed switch. The engine upset and was badly broken, kill- 
ing the engineer. 

n the evening of the 31st the engine of a passenger train 
on the Penn 
New Bruas 


lvania Railroad was thrown from the track in 
ick, N. J., by a misplaced switch. 
MALICIOUS DERAILMENTS. 
On the night of the lltha nger train on the Cincin- 
nati, Wabash & Michigan was thrown from the track 
at Claypool, Ind., by a purposely misplaced switch, 





On the night of the 13th the engine of a freight train on 
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the B , Cedar Rapids & Northern road was thrown 

from the near Waterloo, Ia., where a rail had been 

urposely misplaced. The engineer was killed. Two boys 
ve since been arrested for wrecking the train. 

On the night of the 20th a construction train on the Balti- 
more & Cumberland Valley road was thrown from the track 
near Chambersburg, Pa., by a log wedged in a cattle guard 
by a parties unknown. The conductor was dangerously 

urt. 

On the morning of the 26th a passenger train on the Wa- 
bash, St. Louis & Pacific road was thrown from the track at 
South Whitley, Ind., by a switch which had been purposely 
misplaced. The fireman was hurt. 

UNEXPLAINED DERAILMENTS. 


On the night of the 1st a freight train on the Mobile & 
Ohio road ran off the track in Meridian, Miss., blocking the 
road all night. 

On the morning of the 4th a passenger train on the Louis- 
ville & Nashville road ran off the track near Bolling, Ala., 
and several cars upset. A tramp, who was stealing a ride, 
was killed and two passengers hurt. 

On the night of the 4th two cars of a freight train ran off 
the track at Ellicottville, N. Y.,on the Rochester & Pitts- 
burgh road. 

On the night of the 4th a passenger train on the Pitts- 
burgh, Cincinnati & St. Louis road ran off the track at 
Smithfield, O., injuring the engineer and fireman. 

About noon on the 5th several cars of an oil train on the 
New York, Lake Erie & Western road ran off the track 
near Port Jervis, N. Y., and one of the tank cars caught 
fire. Fifteen cars were destroyed, the fire being finally 
stopped by firing slugs from a cannon into several tanks, 
allowing the oil to run out. The track for some distance 
was completely destroyed. 

On the evening of the 7th the engine of a freight train on 
the Denver & Rio Grande road jumped the track near Lead- 
ville, Col., and rolled down a steep bank, killing the engine- 
man and firer. 

_ On the 9th a freight train on the Toledo, Delphos & Bur- 
lington road ran off the track near Kokomo, Ind., injuring 
the fireman. 

On the night of the 9th several cars of a freight train on 
the St. Louis, Iron Mountain & Southern road ran off the 
track near Homan, Ark., and were wrecked. 

On the night of the 11th several cars of a freight train on 
the Pennsylvania Railroad ran off the track near Summer- 
hill, Pa., and were wrecked. 

On the morning of the 12th a car of a freight train ran 
off the track in Plainfield, N. J., on the Central Railroad, of 
New Jersey. 

On the morning of the 12th a car of a passenger train on 
the Pittsburgh, Cincinnati & St. Louis road ran off the track 
in Xenia, U., and upset. 

On the morning of the 14th a car of a passenger train on 
the Chicago, Burlington & Quincy road ran off the track 
near Alexis, Ill, and upset. 

Early on the morning of the 15th several cars of a freight 
train ran off the track near Collins, Pa., on the Pennsylvania 
Railroad. 

On the night of the 15th six cars of a freight train on the 
Boston, Concord & Montreal road ran off the track in 
Laconia, N, H., and two of them ran into a small house near 
the track, doing much damage. 

On the wc Ad the 18th the engine of a freight train 
on the Chicago, Milwaukee & St. Paul road ran off the track 
near Lanesboro, Minn., blocking the road five hours. 

On the evening of the 19th two cars of a passenger train 
were thrown rom the track at Gallatin, Tenn., on the 
Louisville & Nashville road. 

On the morning of the 20th the engine of a freight train 
ran off the track at Hooker, Tenn., on the Nashville, Chat- 
tanooga & St. Louis road. 

On the morning of the 20th a freight train on the St. Louis, 
Hanibal & Keo road ran off the track near McCune’s 
Mill, Mo., wrecking several cars. 

On the evening of the 20th a freight train on the Chicago, 
Burlington & Quincy road ran off the track in Creston, Ia., 
damaging 12 cars, 

On the night of the 20th four «ars of a freight train on the 
Peoria & Rock Island road ran off the track in Rock Island, 
Ill., at a place where the road was covered with water 
from a freshet. 

On the morning of the 22d a freight train on the Pennsyl- 
vania Railroad ran off the track near Kittanning Point, Pa., 
causing some delay of trains. 

On the morning of the 22d four cars of a passenger train 
on the Chicago & Grand Trunk road were thrown from the 
track and damaged near Battle Creek, Mich. Two persons 
were burt. 

On the morning of the 24th four cars of a freight train on 
the Louisville & Nashville road were thrown from the 
track near Pilot Knob, Ky. One man was burt. 

On the afternoon of the 24th several cars of a freight 
train on the Illinois Midland road ‘ran off the track near 
Arcola, Ill., injuring four men. 

On the evening of the 25th the engine of a passenger train 
on the St. Paul, Minneapolis & Manitoba road ran off the 
track in Minneapolis, Minn., and was slightly damaged. 

On the evening of the 25th a passenger train on the Chi- 
cago, Milwaukee & St. Paul road ran off the track at Men- 
dota, Minn., blocking the road several hours. 

On the night of the 25th a car of a passenger train on the 
Cincinnati, Indianapolis, St. Louis & Chicago road ran off 
the track at Templeton, Ind. 

Very early on the morning of the 26th a freight train on 
the Pittsburgh, Fi: Wayne & Chicago road ran off the track 
near Homewood, Pa., hlocking the road eight hours. 

On the morning of the 26th two cars of a freight train on 
the New York & New England road ran off the track in 
Hartford, Conn., and were damaged. 

On the 27th several cars of a freight train on the Chicago, 
Burlington & Quincy road ran off the track at Patterson, 
Ta., and were wrecked. 

On the evening of the 28th the engine of a nger train 
on the Cincinnati, Indianapolis, St. Louis Chicago road 
poe the track at Valley Junction, O., delaying the train 
an hour. 

On the morning of the 29th a car of a construction train 
on the Lehigh & Hudson River road ran off the track at Os- 
mun’s Cut, N. J., and ran overa bridge close by, falling 
into the Pequest River. A brakeman was hurt. 

On the morning of the 29th the engine of a freight train 
on the Pittsburgh & Lake Erie road ran off the track in the 
yard at Pittsburgh, Pa, 

On the evening of the 30th several cars of a freight train 
on the Texas & Pacific road ran off the track in Shreveport, 
La., and three cars were badly broken. 


BOILER EXPLOSIONS. 

About noon on the 14th the boiler of a yard engine on the 
Wabash, St. Louis & Pacific road exploded in Keoknk, Ia. 
The engine was crossing the bridge over the Mississippi at 
the time and the engineer says there was 120 lbs. pressure 
and three gauges of water. The forward part of the boiler 
was torn to pieces and the bridge ; three men in 
the cab were only slightly hurt. The boiler is said to have 
been over 20 years old. 

On the morning of the 26th the engine of a freight train 





on the Indiana, Bloomington & Western road exploded its 
boiler just as it was starting from Champaign, , witha 
freight train. The force of the explosion was downwards, 
lifting the en from the track and throwing it over, The 
fireman was fatally scalded and a brakeman hurt. 

OTHER ACCIDENT. 

Very early on the morning of the 18th a dining car ona 
passenger train on the New York, Lake Erie & Western 
road ¢ t fire when near Binghamton, N. Y., and was 
almost royed. The fire extended to the next car, a 
sleeping car, which was badly damaged. 


This is a total.of 131 accidents, whereby 31 persons were 
killed and 123 injured. Twenty accidents caused the death 
or one gr more persons; 32 caused injury but not death, 
leaving 79, or 60.3 per cent., of the whole number in which 
no serious injury is recorded. 

The record shows for the ten months of this year to Oct, 
31 a total of 1,212 accidents, 328 killed and 1,337 injured; 
an average per month of 121 accidents, 33 killed and 134 in- 
jured. This year shows a large increase over any previous 
year in our record. 








Investigation of Accidents to Railroad Employes in 
Canada. 


The Legislative Assembly of the Province of Ontario last 
year considered this subject of sufficient importance to ap- 
point a committee ‘‘to inquire into the subject of frequent 
accidents, in many cases with loss of life, to brakemen and 
others employed on railways.” This committee made a re- 
port, which, with the evidence taken, has been printed, and 
forms a pamphlet of 82 pages. It contains so much infor- 
mation and throws so much light upon the subject that we 
give herewith an abstract of the most important testimony 
taken, which will be followed by the substance of the com- 
mittee’s report: 

Mr. AYMOG, passenger conductor on the Northern Rail- 
way, was examined and testified that ‘‘Most of the accidents 
happen to brakemen and others — on freight trains, 
on account of their inexperience. ost of those killed and 
hurt on our road are what we call ‘ fresh hands,’ or men not 
baving a great deal of experience. Most of the accidents 
happen by the men falling off the trains, and between the 
cars; that is, off the ends of the cars—between one car and the 
one next to it—principally during the night, passing from 
one end of the train tothe other while making their way to 
attend to the brakes. The usual space between the cars when 
the train is in motion is about 2 or 244 feet. Men do some- 
times slide off the side of the car, but it is very rarely. The 
only thing, in my opinion, which could be done to lessen the 
accidents occasioned by men falling between the cars would 
be a kind of band-rail on the end of the car. 

“Tt would be a good thing to have the running boards of 
box cars extend over the ends of the cars. Filling in the 
frogs with wood has resulted in lessening the number of ac- 
cidents from frogs. Our tracks have been protected in that 
way for years; some accidents happened before that, but 
there is no danger now; a man’s foot can’t get caught.” 

THOMAS BUTLER, an ex-conductor, testified: ‘‘ The best 
practical remedy to prevent accidents happening in the 
coupling of cars is to have the bell-mouth large enough, so 
that as soon as the link enters, the pin would itself fall into 
its place. If thé platform [running-board] along the 
centre of the top of the car were about three 
feet wide, and extended over each end of the car about 8 in. 
and if a light railing about 8 in. high ran along each side of 
the car, the danger would be greatly lessened. I wouid 
have no railings at the ends. Accidents happen from men 
sliding off both the sides and falling between the cars. 
I think about 10 in. should be left between the cars if the 
running-b»ards were extended. Mnst accidents occur about 
the brakes, and are often owing to defective brakes. In a 
train of fourteen cars, you would, perhaps, get two good 
brakes. Some have bad dogs, some have too much chain, 
and others have no chain at all; and some have no wheels, 
or bad wheels. A man does not know what kind of brakes 
he has till he puts his hand to use them; and in the hurry 
of running from one car to another a man is likely 





to get excited; and if he finds a bad break that | 0 


will not work, down he may go. The real dan- 
ger is, chat many brakes are out of order. You will 
hardly find a train leaving any terminal station with all the 
brakes good. Sometimes you might find five or six good 
brakes onatrain. A caites along the side of the running- 
board would not be an advantage. If the runving-board 
were 3 ft. wide, that would do away with a good deal of 
danger. Low bridges are another cause of danger. I knew 
of four men who lost their lives owing to low bridges. I 
don’t think the fringe has been useful as a warning to men 
approaching a bridge. When a man is excited, he sometimes 
will not mind it,” : 

Mr. F. BRouGHTON, Manager of the Great Western Rail- 
way, testified as follows: 

“Phe largest number of accidents occur in coupling cars. 
I never heard of an accident occurring in England through 
couplingcars. Here, a man, while walking backward with 
a train, gets caught in the frogs, and he goes dow n and the 
train P er spd over him. I would just explain to you, how- 
ever, that considering the number of men employed, and the 
number of times they make couplings every year, the pro- 
—. of accidents isvery small. In 1879, we had one man 

illed and 14 injured in couplings. The average number of 
trainmen employed by us — conductors, aggagemen, 
brakesmen, drivers and firemen—is 797, and the average 
number of yardsmen and switchmen 163. Last year we ran 
over our whole track about 15,000 trains, and in making up 
these trains, in shuntings at the different stations, and in 
taking on and taking off cars during the journey, we esti- 


mate that at least 50 different coupling operations take place 
on each train; that would make 750, couplings on our 
line in the year; or, with all these operations, 
only one man was killed and 14 were injured— 


one man injured to each 50,000 couplings. Ofcourse, even 
that is too great a ratio; but I merely give you these figures 
to show that the occupation of a brakeman is not a much 
more dangerous occupation than many others. All of these 
accidents are reported, however slight. Some of the worst 
accidents, short of death, which we have experienced, hap- 


pened to men who are at this moment at work on the trains; 
and in order to show you the little comparative risk they 
ve had Ps malig a statement, showing 

ifferent brakemen, as follows 4 ‘ 


are subjected to, I ha 
the length of service of our 
Under 1 year 
oe 6 7“ 
7 
“ 8 
9 
10 oo 





200 
So that, out of 200 brakemen, we have upward of 100 





who have been over five years in the service. At the end of 
five years they are generally promoted to a_ higher position: 
This statement shows that the brakemen like the eer 
ment and remain in it; and also; I think, that it is not qui 
so dangerous an occupation as is supposed. I now hand in 
the following statement: 

* Return of thenumber of accidents to trainmen, yardmen and 


swite! on the Great Western Railway for the five years; 
1875, 1876, 1877, 1878, 1879: 
Killed. Injured: 
Consting CN 44 nd) otanpsidsabocencseanttesescabn 4 80 
RIED wns sanesaccescecensinanesgcecenses .6 10 
— =< : preaacans oonuee izerebaaeshsosrarsen. 0 4 $ 
a! n frogs, or wing rails.............. p é 
Trains thrown from track..... . paeceesteseons 00046 8 6 
Other causes............... Sdvaccecosiegsnshdste ve8 5 13 
OI iii d dint 0's tien nce nidns0 6095540 80 coodonnces 25 116 
“To employés other than the above: 
Killed. Injured, 
IN BOE ein ssn ddescnbes sap 0d0ssvebrtsdccntes 0 5 
Getting on or off trains in motion.... ............. 0 4 
Standing on track und struck by engine.... .. .... 3 3 
Trains thrown from track............6-0.eeseeeeeees 0 4 
I abcdds Accdasbecsecsecsdecasenns senve 1 11 
ds sands cb ccnedansivaxenanda cetscekentes 4 27 


‘*Not 5 per cent. of these would be so injured that they 
could not continue to follow their occupation. 

“There would be a difficulty in introducing a standard 
or uniform coupler, as you could not, of course, legislate for- 
eigu companies. Everything that is brought under our 
notice that appears to have merit we give consideration to. 
But I may tall you that if we gave consideration to every 
patentee—to every man whothinks he has invented some- 
thing that is going to give salvation to railway employés— 
we should have to establish a bureau of patents. To ascer- 
tain how many different car-couplers have been patented in 
the United States, I telegraphed to the gentleman in charge 
of that department at Washington, and yesterday received 
the reply that there are now in the Patent Office there 1,750 
different couplers. In Canada the case is similar. I have 
been shown 40 or 50, each of which was claimed to be the 
one. It is utterly impossible to experiment with 
every one of these devices; what we do is 
to wait development and gradually introduce what experi- 
ence shows to be good. ere is an association composed 
of master car-builders, who consider all these different pat- 
ents, and our Superintendent of cars attends their meetings 
regularly. They meet about once a quarter, and their 
recommendations aro gradually adopted by the railway 
companies. We have argely adopted a patent coupler 
which they seem to prefer. The end of the coupler is con- 
caved to allow a man to get his hand out and in easily when 
he grasps the bar. 

** Have never tried an automatic car-coupler. A new pat- 
entee is a man we fear, beceuse their name is legion. Then, 
the subject has had the attention of the Master Car-Build- 
ers’ Association, but they have not yet found a practical 
solution of the difficulty. In 1879 they issued a circular to 
yardmen and trainmen, and in it they suggested uniform 
height of draw-bar, condemned fixed pins and recommended 
that the dead-wood be directly over the draw-bar. They 
also recommended that the running-board should project a 
little over the ends of the cars, and that idea is being grad- 
ually introduced. The following statement shows the re- 
sult of measurements of cars which I had made: 

“ Return of all box freight cars passing terminal stations of the 

Great Western Railway on the 20th of January, 1880, showing 

the heights of same: 


Lowest 








STATION. Number of | Greatest 

cars. height. | height. 
Queen's Wharf, Toronto.. .| 123 /10ft. 2 in.*/11 ft. Sin 
ikvcs+ 0000 000000000096 275 10ft. 9 in. 11 ft. 9 in. 
er 120 10 ft. 1144 in. |11 ft. 8 in. 
WS cécbinesesn vevenees 359 10ft. 9 in. |11 ft. = in 
1 letbcesustsaveos in 


- ft. 








‘‘ The running-board should not be less than 20 or 24 in. 
wide. Ifthe boards of which it is made are placed longi- 
tudinally, they are apt, from their length, to spring from 
the beat in summer and cold in winter. Short matched 
rds placed crosswise are considered the best and safest. 
All our cars are now built with the running-boards 24 in. wide, 
Then the men have often great difficulty in going from flat 
cars to box cars, and the recommendation of the car-builders, 
which we have adopted and are carrying out, is to have a 
vertical bar and step placed at the end of the box cars, with 
the ladder at the side, so that a man can swing himself 
around to the ladder when geing from a flat car to a box- 
car, or vice versa. The brakemen all prefer the ladder to 
be at the side and next the brake. The ladder should be 
made of round iron, otherwise it is likely to become covered 
with ice in cold weather. The safety of life in railway 
trains depends largely upon these little things, and on 
companies keeping their stock in good order. There should 
be an effort to introduce, as rapidly as possible, wide- 
mouthed couplers. The uniform height of cars is another 
important matter. We are introducing as fast as we can 
the uniform height of the draw-bars—2 ft. 9 in. from the 
top of the rail; and the other recommendations of the master 
car-builders are being gradually adopted. They have 
recommended that the running-board should not be less 
than 18 in. wide. Our brakemen think it ought to be 24 in., 
and we are adopting that width. 

‘** The question has been raised whether the men should not 
be compelled to use a stick for coupling. _ At_present they 
are obliged to hold the link with one hand and put the pin 
in with the other. A man who has been about twenty years 
in the service told me that he has always used the pin and 
he has only been caught once. He says that if men kept 
sober and on the watch they need have ba little trouble. 
He is the oldest brakeman we have got. e always holds 
the link up with the pin, and after the link enters he drops 
in the pin. He does not use the other hand at alJ.” 

Mr. Broughton submitted a letter from Mr. CHARLES 
PAINE, at that time General Superintendent of the Lake 
Shore road, in which the latter gentleman explained the 
orders which had been issued on that line with 
reference to the use of a stick in coupling cars. 
Copies of these orders were also submitted. Mr. Paine said: 

** Our account shows that for the first year after we began 
to enforce the order we lessened the number of injuries from 
coupling considerably, as follows: 





= Number . —————=, 
Year — Sévere. atal, Total, 
Be sobs sccccbesssdacdeve cosee 5 23 2 100 
SL 1060 dsnsntncdésonapaseuen 47 13 2 62 


Mr. BRovUGHTON continued: ; 
“ Another very important railway in the United States 


23 | was asked, and we found that some of the division superio- 


tendents insisted on the use of the stick, others did not, and 
others thought it was useless altogether. en two couplers 
are of different heights, a man must hold the link up to allow 
it to go into the other coupler, and in doing so he gets his 
fingers nipped. With regard to falling off cars, last vear on 
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the Great Western Railway we had none killed and only one 
injured in that way. The suggestion of a railing is, to my 

ind, perfect nonsense. Somebody has suggested a net; 1 
suppose that would have to be connected in the middle, and 
if so, what a number of accidents would result from it. The 
space between the cars was ascertained to be last year on 
several different roads as follows: 





eee ccckenagdissscbea-nevepece esesoreece 43 in. 
Ey coc idncd: Siscsarsiccioe ndegtenceseedent 82 to 34 “* 
WON MINOT 05 oe cccbnssccrvercrcrvcccercece cesses SLto 33 * 
a aiclaetela’ct Toviceisisaiwerane’ deeesve 1eteN 31 to 33 
Miciigan Comtral ...... ..scccccccce. ccccccccveccoeces 31 to 33 
WOT nas. ictracrcnceead’ > ecncecevsoctets 28 to 31 “ 


“This space is gradually being reduced by the extension 
of thefrunning-board. It varies according to the road; if 
there are twenty loaded wagons behind the engine, the draw- 
brr will, of course, be stretched to its greatest length.” . 

In the early part of their investigation the committee is 
sued a circular containing the following inquiries: 


THE COMMITTEE’S CIRCULAR OF INQUIRY. 


“(1). What do you consider the best practicable remedy 
to prevent accidents happening in the coupling of curs ? 

(2). Are there any automatic couplers which have been 
ar oie used in freight cars? If so, name them. 

‘* (3). What do you consider the best means to prevent ac- 
cidents arising from railway frogs ¢ 

(4). What changes in freight cars are practicable to 
r rv greater safety to brakemen when engaged in stop- 
ping trains ? 

** (5). What would be the effect of changes in the couplers, 
frogs and cars of Canadian railways whilst those of the 
United States roads remain as at present? 

‘* (6). What other suggestions in the premises would you 
recommend to the committee?” 

In auswer to the first question, the following is the sub- 
stance of the replies received: 

PREVENTION OF ACCIDENTS IN COUPLING CARS. 

AGENT, Grand Trunk Railway.—‘‘ Have cars of a more 
uniform height. Difference in height of draw-bars the cause 
of many accidents.” 

. TIrFIN.—‘‘ Have not seen any improvement in voy’ 
struction of couplings likely to be of practical beuefit.”’ 

BRAKEMAN.— e bunters same height. No accident 
ever occurs when this is the case, if the brakeman is ordina- 
rily careful.” 

\ ConDUCTOR and a Station Master, Great Wes‘ern 
Railway, both say : ** Make the bunters of the same pattern 
and of uniform height.” 

A Granp TrRuNK RaILway BRaKEMAN.—“ Experience 
has taught me that it would be safer to do away with the 
old-fashioned ‘deadwood’ or buffer, that it projects so far 
out, because they are the cause so many arms being broken 
and smashed, so that invariably amputation is necessary ; 
— it is likely o~ . po sO —_ that, if the cars 
were to move any, it wo' naturally drag him ¥ 
— and — erg death.” . “ amelie 

ONDUCTOR, Great Western Railway.—‘‘Use Wright's 
bunters, and make them of uniform height, : ~— 

ForeMAN, Northern Railway.—‘ If the men would obey 
orders there would not be oue quarter so many accidents as 
there are. A very safe thing would be when men are 
coupling, to havea piece of iron about 18 in. long, with a 
— to it, and turned up at the end, to lift the end of the 

ink. 
a - ena, pone ag bog eg Railway.—‘ Use a 
stick or light iron hook to guide the link, in place ing i 
ra bend. gu place of doing it 

AGENT, Grand Trunk Railway.—‘ Use automatic or self- 
couplers.” 

AGENT, Credit Valley Railway.— Uniform height and 
uniform make of all car bunters and couplers.” 

AGENT, Great Western Railway.—‘ Sobriety and care on 
the part of those performing such duties,” 

A Rattway EmpLoy&.— Use autumatic couplers, or, if 
not, make the buffers and draw-bars of uniform pattern and 
height, and make the draw-bars with open lip and sides. 
Also make the dead-woods at least 8 or 10 in. thick, and, if 
practicable, place them underneath the draw-bar; also coun- 
tersink all bolt-heads and nuts in the ends of cars, so as to 
come flush with outside of sheeting; also place a safety rod 
along the entire end of car, so that a man can easily lay hold 
of it while coupling or uncoupling.” sd 

B. P. CookE, of Brockville, Ontario.—* Suspend from the 
ends of the cars suitable foot-boards or stirrups, and in con- 
nection therewith, fix convenient handles or arm straps 
higher up, by means of which the man can easily, with one 
hand, support himself firmly on the foot-board, or stirrup, 
while he adjusts the link and pin with the other.” 

AN OLD BRAKEMAN.—“‘ The new standard draw-bar is the 
best, as it does away with dead-woods.” 

Mr. W. J. SpriceR, Manager of the Grand Trunk Railway. 
—‘‘Greaf carefulness on the part of the men is the only 
practical remedy to prevent accidents. We find it is not th 
new but the experienced men who most frequently meet 
with these accidents.” 

Mr. Spicer submitted the following instructions issued by 
himself to trainmen, shunters and couplers on the Gran’ 
Trunk Railway: 

THE GRAND TRUNK’S INSTRUCTIONS TO TRAINMEN. 

“We have had torecord a large number of distressing 
casualties with freight-train brakemen, shunters and coup- 
a who have met with accidents in the discharge of their 

uty. 


‘“Itis feared that many of these unfortunate cases result 


from an almost reckless disregard of danger on the part of 
the men; it generally happens that the injured man has had 
a long experience in his work, and it would seem as if the 
experience begets indifference to danger, instead of constant 
caution and carefulness when moving about station yards, 
coupling cars, and on the top of freight trains. 
“There is no doubt that you often place yourselves in 
positions of unnecessary risk, for instance, in running 01 
walking along the track in front of moving cars and engines; 
in deliberately and recklessly standing on the track, and 
springing on to the approaching end of a shunting engine or 
moving car; in not keeping clear of the frogs in station 
, Mae ee and in not remembering the locality of overhead 
ri 


“The coupling gear of cars and engines is not uniform 
either in style, height or condition. “a selena 

‘* All employés are earnestly requested, before attempting 
to ——_. or before stepping in between cars and engines, to 
carefully examine the coupling, dead-woods and loads. 
Rails and lumber on platform cars sometimes shift, and 
extend beyond the ends of the cars. Look sharply to this 
before you attempt to make a coupling, andin moving about 
station yards, look out for rail frogs. 

‘** Work cautiously; and be careful for your own and 
oshers’ pen 

“* No reckless person can be retained in the company’s ser- 


vice. 

“Tissue this order as a caution, in the hope that it will 
have the effect of making you realize the danger, and be 
more careful about your onal safety. There is at all 
times risk enough attending the proper ee of your 
duty, but itis utter folly to trifle with danger, and to disre- 


gard the precautions which should 
man in the performance of bis work, 

Mr. HERBERT WALLIS, Mechanical Superintendent of the 
Grand Trunk Railway.—‘‘The improved coupler that we 
think most highly of is the Safford draw-bar. It is very 


be observed by every 


simple. The end of it is partly hollowed out so as to pre- 
vent men’s fingers from being caught.” 

“B, A.,” Northern Railway.—‘‘ The great majority of ac- 
cidents to brakemen and yardmen are in coupling cars. 
There is one great fault in the links being not long enough. 
All brakemen have a dread of short links. These coupling 
links should be a uniform rend 16 in.” 

STATION AGENT, Great Western Railway.— Uniform 
dead- woods and draw-bars, such as are now used in the 
Great Western Railway, of which the ‘Wright’ draw-bar 
is the best.” 

TRAFFIC SUPERINTENDENT.—‘‘ Couplings can be made by 
using a stick.” 

GRAND TRUNK RatLway AGENT.—“‘ Nothing short of an 
automatic or self-coupler will remove the danger.” 

AGENT, Credit Valley Railway.—‘‘Good bumper castings 
or wood bumpers projecting about one foot, to be always in 
good repair.” 

Mr. EDMUND WRaGGE, General Manager, Toronto, Grey 
& Bruce Railway.—‘‘ The best remedy to prevent accidents 
happening in coupling freight cars is the use of a self- 
coupler, such as is in use on the Toronto, Grey & Bruce 
Railway. This, with proper dead-woods to keep the cars 
apart in case of accident to the draw-heads or draw-bar 
springs, is effective.” 

‘““W.S.,” Agent.—** A draw-bar so constructed and fitted 
that it cannot be driven in so as to allow the cars to come 
together. Wright’s patent comes the nearest to perfection 
in this respect, but might be improved by making the 
shoulders larger, and the opening in end for the link wider.” 


AUTOMATIC COUPLERS. 


In reply to the second question, concerning automatic 
couplers, nearly all those who answered the circular say 
that they do not know of any that is satisfactory. A few 
recommend Wright’s over Lapham’s or Lappin’s. 

Mr. F. W. CUMBERLAND, Manager of the Northern road, 
says: ‘‘ We like the Lapham coupler very much. We 
intend ultimately to fit up all our cars with it. We find no 
difficulty in using it with any cars that come on our line.” 

Another person recommended Boulton’s, and a Grand 
Trunk Railway agent says: ‘‘Three different patterns of 
my own are unerring when the cars are of uniform height.” 

GETTING CAUGHT IN FROGS. 


Of the answers to the third question, What do you con- 
sider the best means to prevent accidents arising from rail- 
way frogs ? the following is a summary : 

Mr. Hopson, Chief Engineer of the Great Western Raii- 
way, explained that: ‘‘ There is no objection to filling the 
*V’ portion of the frog, because the flanges of the wheel do not 
enter thereat all. We have all these filled now. But thereis 
still the danger of the wing rails and the guard rails, which 
cannot be filled without the risk of throwing the trains off 
the track as the flanges of the wheels enter them. We have 
some of our frogs at Clifton and Windsor. filled near to the 
top, and we have found no benefit from them at all, because 
a man’s foot can get caught firmly enough even in them to 
cause an accident. If aman is held for one moment, the 
car passes over him. Unless the spaces could be filled up 
flush with the top of the rail, the filling would be of no use.” 

Mr. E. P. HANNAFORD, Chief Engineer Grand 1'runk Rail- 
way.—“ Taking the question to mean ‘ What would be the 
best means of preventing accidents arising from the catch- 
ing of men’s boots between the frog rails,’ I reply, by train- 
men not wearing laced, buckled or buttoned boots, but using 
those out of whieh they can readily slip their feet; for in- 
stance, those so much in use, viz., elastic sides.” 

Mr, C. J. BRyDGES.—*‘ There is no doubt that a piece of 
wood inserted in the frog would have the effect of diminish- 
ing the liability of accidents from this cause, but in winter 
any such contrivance is objectionable, as being likely to 
raise such an obstruction, when there is snow or ice, as might 
have the effect of interfering with the proper running of 
the cars over the frogs. I do not think the number of acci- 
dents from this cause is at all large.” 

Mr. WRAGGE.—*‘ The only way to prevent accidents is to 
fill the frog with a wooden block or other material, and pre- 
vent trespassing on railways.” 

bre, Tee others, who answered the circular, recom- 
mended filling up the frogs with wood to prevent accidents 
at such places. 


TO SECURE SAFETY WHILE BACKING. 


To the fourth question, ‘‘ What changes in freight cars 
are practicable to render greater safety to brakemen when 
engaged in stopping trains 2” the following replies were 
made.” 

AGENT, Grand Trunk Railway.—‘*The majority of 
acvidents occur by men falling between the cars while in 
the act of passing from onecar to another. An iron railing, 
about 18 in. high, across the ends of each car, leaving a 
space of three feet in centre of car, would give men a 
chance to assist themseives across.” 

W. J. Tirrmy.—**A uniform running board of 24 in. in 
width, with end projection of 4 in. or 5 in., so as to lessen 
the gap between the cars when in motion, with brake and 
ratchet-wheel raised toroof of car, would lessen the danger.” 
=Sration AGEntT.—‘ An iron hand-rail fixed on one side of 
the foot-board wold be a great safety in frosty weather.” 

BRAKEMAN.—Have a railing 3 ft. high along the side of 
the running-board, and this board ought to be made 3 ft. 
wide and extend over the end of the car as far as the dead- 
wood below does, The cog-wheel and dog should be on top 
of the car and not placed against the end.” 

Coxpuctor.—'* Railway companies should be compelled 
to keep the brakes in g order, thus necessi.ating the use 
of less brakes and consequently less travel on the top of the 
cars.” 

Station Mastrr.—‘‘ Keep brakes in good repair, using 
only three or four each instead of ten or twelve. Have 
them put on top the car instead of down on the end, and 
have the tops of cars sanded with coarse sand to keep men 
from slipping.” 

BRAKEMAN, Grand Trunk.—“ Attach a hand-railing about 
3 ft. above the car, allowing the ends to project over about 
8 in., and to be on the opposite side from the brake and run- 
ning-board.” 

Conpuctor, Great Western Railway,—‘*The running- 
board should not be less than 3 ft. wide, and should project 
over the end of the car about 7 in. A hand-rail not less 
than 3 ft. high, about 10in. from the running-board, and to 
extend over the end of the car aboutQ9in. This railing 
would also hold the bell cord in its position.” 

FOREMAN, Northern Railway.—‘ Extend the running- 
board over the ends of the cars 8 or 9 in., and make it rot 
less than 2 ft. wide. Men rarely fall off the sides of the cars; 
it almost always happens by slipping and falling between 
the cars. The great danger with flat cars is when loaded 
with lumber of such length that long couplers must be used, 
and the men then venture from one car to another. The 
safest and most reliable way is to have two vans in a train. 
Put the conductor’s van in the back end of the train, the 








other van in the centre, and the brake on the tender will 








stop any train. Then if they require more brakes going 
down a steep incline, they can step out of either end of the 
van and put on brakes on the front or hind cars.” 

Car SUPERINTENDENT, Great Western Railway.—‘‘ Make 
the foot-boards to project beyond the ends 6 or 8 in.” 

AGENT, Grand Trunk.—‘‘ Put a hand-rail 3 ft. high along 
the foot-board, and itan arm or joint was made to extend 
between the cars, the brakeman could catch the railing.” 

AGENT, Credit Valley Railway.—‘‘Have wider ridge- 
boards and an iron railing around the tops of all cars.” 

AGENT, Great Western Railway.—‘t Have the roof ex- 
tended over end of car 8 in., with brake most through exten- 
sion and cog-wheel and hook in roof.” 

RamLway EmpLoy&.—‘ Make running-board at least 2 ft. 
6 ir, wide and oflumber strong enough to stand’the constant 
wear. Extend the roof 10 or more inches over ends, and 
put a hand-rail along running-board.” 

O_Lp BrRaKEMAN.—‘“ Run a hand-rail 3 ft. high along run- 
ning-board on the A gee side to the brake, and let it prc- 
ject 8 in. over the end of car.” 

Mr. Wm. Rocrers.—‘ The ladders should be on the sides 
of cars. Then if a rung breaks the man on it has a chance; 
but if it is on the end falls between the cars. The loading 
should be done with two loaded brake vans. A railing 
along the side of car would be a great assistance to the men 
in icy weather. Have seen them take their boots off to keep 
from slipping. Ona dark night.a brakeman might trip on 
arailif it wason the end of thecar. Brakemen most fre- 
quently fall in rs poe d from one car to another, The run- 
ning-boards should extend over the ends not more than 6 in. 
Don’t see how men could couple with a stick.” 

Mr. W. J. Spicer, Manager Grand Trunk Railway.— 
‘* Last year had seven fatal cases of men falling off trains on 
our system of railway. The majority of them fell off the 
ends of the cars, not by slipping and falling over the side. 
Most of these accidents happen in the station yards, while 
the shunting is being done, not while the train is running 
between stations. The running-boards might be widened to 
18 in. and extended over the ends of the cars a few inches as 
an additional means of safety. A railing, unless adopted ¥ | 
all companies, would be a trap rather than a safeguard. It 
would answer to have the ladder at the end as well as at the 
side, though I never thought of that before. The men need 
a ladder at theend to go fromalow toahigh car. The 
English system of braking with vans would be impracticable 
on our roads,” 

Mr. HERBERT WALLIS.—‘* Running-boards should be 
made 18 in. wide, but 2 ft. would be better; 3 ft. is too 


| wide; they should extend beyond the ends of the cars as far 


as the dead-woods. The brake-wheels should be on the tops 
of thecars. The railing should not be along the running- 
board, but at the end of the car. Arailing along the edge 
of the car, if generally adopted, would bea good thing. I 
am not satisfied that a railing would be welcomed by the 
brakemen themselves. They like to be free, so that in case 
of accident they can jump.” 

Mr. C. J. BRypGEs.—‘‘ I believe that the system of brak- 
ing freight trains is completely unsatisfactory, and by no 
means efficient. A great many cases of accidents have 
come under my personal knowledge, which have arisen from 
the absence of brake power having been put on when called 
for by the whistle from the engine. These have occurred, in 
many cases, in bad weather, and when the tops of the cars 
have been slippery from ice—rendering it almost impossible 
for the men to get upon the tops of the cars and run along 
them to put on the brakes. Repeated cases have come un- 
der my knowledge when engine-drivers have reported that 
they have repeatedly whistled for brakes, and had no re- 
sponse, except from the brake put on in the van at the rear 
of the train. - 

“The brakes of many of the freight cars are not efficient, 
and affect toa very slight extent the retardation of the 
train. When a train is eer eg as is very frequently the 
case, partly of box and partly of platform cars—the latter 
in many instances loaded with machinery—it is almost im- 
possible for brakemen to get along the cars to apply the brake 
power. 

‘*My own opinion is very strong that the true plan to 
adopt is to put upon every engine an air brake, the same as 
is done now with. every engine on a passenger train. I would 
then require that every freight train should have at least 
two brake-vaus—one in front next to the engine, which 
should be supplied with an air brake connected with 
the apparatus on the engine, so that when the 
driver applied the brake it would effect not only his engine 
and tender, but also the brake-van immediately on rear of 
the tender. These brake-vans ought to be constructed so as 
to be weighted sufficiently to make their braking power 
felt very strongly when the brakes were put on. van 
should also be placed at the rear of the train and supplied 
with a powerful brake (much more powerful than the ones 
now in use). The brake in this van should be worked by the 
men on the train. Ifatrain were more than 20 to 25 cars 
long, a van with a strong brake, and a man in it to work the 
brake, should be placed in the centre of the train. 

‘*T am quite satisfied that this system, properly carried 
out, would be much mora efficient for braking freight trains 
than the one now in existence. It would avoid the very in- 
human system of sending men out on the tops of freight cars 
at night, and whenit is almost impossible to retain their 
footing; and the results, I am sure, would be found to be far 
more satisfactory than the present mode. Wf course every 
brake-van would have to be supplied with air-brakes, so 
that those placed in front of the train could be worked from 
the engine.” 

Mr. J. Hickson, General Manager Grand Trunk Railway. 
—‘Iam satisfied that the only efficient method of doing 
away with the necessity which exists under the present sys- 
tem, for the men going out on the roofs of cars, is to perfect 
machinery by which brake power can be applied from the 
vans in rear and (or) in front of the cars in each train. 

“The plan of placing a railing along the top or sides of the 
cars, and other somewhat similar methods which have been 
suggested, will all be found in practice to be only an aggra- 
vation of the present trouble.” 

* B. A.,” Northern Railway.—“ The running-boardsshould 
be 3 ft. 6 in. instead of only 10 or 12 in. wide.” 

Station AGENT, Great Western Railway.—‘ A hand-rail- 
ing might be of use, but old trainmen say it is quite un- 
called for.” 

TRAFFIC SUPERINTENDENT.—‘‘ All overhead bridges 
should be raised high enough to clear a tall man on the top 
of the highest box-car. The running-board should be 2 ft. 
width, and should not project over the ends of the cars. I 
do not approve of a railing along each side of the cars; a 
railing along one side of the running-board might assist 
brakemen in passing along. Creepers might be of great ad- 
vantage in slippery weather, but are objected to on account 
of injuring the roofs of the cars.” 

AGENT, Credit Valley Railroai.—‘* A small railing about 
4 or 6 in. in height all around car extremity, except on foot- 
board, is, I think, the only practicable means.” 

ENGINE-DRIVER.—" All bridges should clear the top of 
any car 7 ft. Boxcars should havea railing along the top, 
and an opening at each end for men'to pass through, and the 

runuing-board should project at least 4 in.” 

Mr. fpwon Wracee.—“ Do not think it possible "to 





make any advantageous changes in freight cars to enable 
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men to travel in safety over the top, so long as cars are of 
different levels.” : 

“'W. 8.,” Agent.—‘‘ A good brake on each car, or, better 
still, one on each end of every car, aud kept in good order, 
so that the two brakemen could each get at two good brakes 
without running along the top of a train, four good brakes 
being sufficient, with the caboose and tender brakes, to stop 
or hold any ordinary train under ordinary circumstances, 
The running-board to project 6 or 8 in. beyond the end of 
the cars, and an iron railing about 2 ft. high, placed a few 
inches from the running- , with the rod projecting a 
foot or so beyond the end of the car.” 


CHANGES IN CANADA IMPRACTICABLE UNLESS MADE IN 
UNITED STATES ALSO. 


To the fifth question of the committee, the substance of 
the reply is that changes in couplers and cars would be of no 
practical use while the carsof United States roads remain 
as at present, and that the blocking of frogs would not in- 
terfere with the running of any Canadian or foreign cars. 

SUGGESTIONS. 

In the way of suggestion in response to the sixth inquiry, 
the following may be quoted : 

Station AGENT, Great Western Railway.—‘‘The majority 
of accidents happen to inexperienced hands ; with sobriety, 
good judgment and some experience, to act upon, a brake- 
man runs no more risk of his life than a teamster, mechanic 
or laborer ” 

BRAKEMAN.—‘“I have been a sailor and a soldier, and 
have been a brakeman on railways in the old country, and 
I never knew what it was to be afraid of losing ~ life till 
I got on the top of a freight car going down petown 
grade, on a frosty night when the cars were covered with 
ice, and I had to take off my boots to get across them. Had 
there been a railing would I not have been able to do» my 
duty better and with more safety to myself ? He must be 
an saa woe yon fool in railroading who would say that a 
railing should not be put on. It would be as advantageous 
to the railway companies as to the brakemen, be- 
cause they could get the trains stopped in proper 
time and save chances of accident. In —— 
weather most of the braking is done on the English method; 
that is, with the conductor’s car and,the engine, the engine- 
driver requiring to exercise the greatest Jcaution, as it is 
often impossible for the brakeman to go over the cars. This 
accounts for freight and mixed.trains being so often late in 
bad weather. Besides, the brakesf$sre kept in such bad order 
that often in a whole train there will not be one brake that 
could stop a wheelbarrow. They use the screw brake in 
England, and one of such brakes is better than a dozen of 
ours with the chain. 

‘* If we had a government inspector for railways we would’ 
oe fewer accidents under our present method with all its 
faults.” 

StaTIon Master, Great Western Railway.—“ Put the 
ladders on the sides of the cars instead of the ends, and the 
brakes on top.” 

ConpucTor, Great Western Railway.—‘‘The English 
method of braking is the thing we uire. I have seen 
more difficulty in stopping our trains with all the brakes we 
have got than I ever sawin England; this did not arise from 
the steepness of the grades, but from other causes, pees 
in frosty weather the brakeman was unable to get quickly 
from one car to another on his hands and knees; also, 
the brakes being in bad repair, requiring the brakeman 
to crawl over perhaps ten or fifteen cars before he could 
get one brake to hold sufficiently. It is a _la- 
mentable fact that the rolling stock of railway companies is 
allowed to be — in such bad repair that it is not only 
dangerous to the employés but to the traveling public. <A 
government inspector is much needed, the same as in Eng- 
land. 1 have known many a useful man to get disabled for 
life from having to climb upa ladder on the sides of cars 
which gave way under him; these ladders are never in- 
spected until they fall off by some brakeman breaking them 

own by his own weight. I[ knew one fine young man, about 
two years ago, and when he took hold of the mask (?) wheel 
this wheel fell off, owing to its being in such bad repair, and 
the man went with it between the cars, and was torn in 
pieces. Had there been an inspector to take up such a case 
as this, the companies would not be so neglectful. 

‘The ratchet-wheel should be placed on top of the cars 
and not on the end.” 

A RatLtway EmpLoye.—‘“ The idea is very prevalen 
that a brakeman can, after a little experience and practice 
run along the tops of the train as easily as a person can on 
the ground or pavement. I may say, from my own experi- 
ence, that such is not the case, and that the idea is simply 
absurd. It is true that after a little practice a man can get 
over a train with a certain degree of steadiness which can 
only be acquired by practice. Ihave frequently had to go 
almost the whole length of a train on my hands and knees, 
and hold on very firmly at that, to prevent myself from 
being blown off in windy weather, and have had to do the 
same thing in sleety weather. 

‘*T would advocate the rca, of an inspector of 
railways and their rolling stock.” 

AGENT, Grand Trunk Railway.—“ A large percentage of 
the accidents which have occurred during my experience of 
thirty years have been attributable to intoxicating drinks.” 

Mr. EpMunD WrRaGGE.—‘‘I believe the best way of meet- 
ing the difficulty is by means of either a simpleform of con- 
tinuous brake or by the use of brake-vans—say one to every 
12 or 15 cars, according to the grades upon which the trains 
are to be worked.” 

StTaTion AGENT, Great Western Railway. Have all ac- 
cidents traced to their cause and have the committee sup- 
plied with the Railroad Gazette, of New York, for the years 
1879 and 1880.” 

From this testimony the Committee reported as follows: 

REPORT. 


‘* The Committee beg leave to report that while the inves- 
tigation was not so full and complete as they could have de- 
sired, they are of the opiuion that the evidence is of sufficient 
weight and force to warrant them in offering the followiug 
recommendations: 

‘*(1). That all overhead bridges skuuld be built so as to 
have a clear space of at least 7 ft. from the top of the highest 
freight car to the lowest member of the bridge above. 

(2), That the running-board upon freight cars should be 
as nearly flush with tbe roof of the car as possible, and not 
less than from 24 to 30 in. wide, and extend as far as the 
dead-wood of the cars will safely admit, so as to leave as 
little space as possible between the ends of the running- 
bourds on each car, and also that a hand-rail should be 

laced along the side of the running-board to be not less 
han 80 in. in height. 

‘* (3). That your committee examined a large number of 
automatic and other couplers for freight cars, some of 
which appeared well fitted for the purpose of coupling, and 
would go far to do away witb the necessity of the men going 
so frequently between the cars. 

‘The committee would therefore 
of the great Joss of life and inj to men in coupling 
cars, it is not desirable that adoption of automatic 
couplers should be made compulsory upon Canadian rail- 
way companies. 


whether, in view 


- if. That all frogs and wing rails on railways should be 
n with wood, according to the system now in use on 
the Northern Railway. 

“*(5). That the letter of Mr. C. J. mre. as well as the 
statements of others, strongly favor the adoption of braking 
by means of vans as used upon English railways, but your 
committee were not able obtain sufficient evidence to 
a them in expressing a decided opinion upon this 
po 








Southern Railway & Steamship Association. 





In accordance with the call of the President, the Associ- 
ation met in Washington Oct. 26. Present: Hon. Joseph 
E, Brown, President; Virgil Powers, General Commissioner ; 
Charles A. Sindall, thescery, and the following represent- 
atives of members and others: 

Atlanta & Charlotte Air Lifie, T. M. R. Talcott, General 
Manager; Sol. Haas, General Freight Agent. 

Atlanta & West Point, Cecil Gabbett, General Manager. 

Central Railroad & Banking Co., W. G. Raoul, Vice-Pres- 
ident; G. A. Whitehead, General Freight — 

Charleston & Savannah, S. C. Boylston, General Freight 


Agent. 
Charlotte, Columbia & Augusta, T. M. R. Talcott, General 
Cardwell, 


Manager; Sol. Haas, General Freight Agent; D. 
Assistant General Freight Agent. 
— River Valley, George R. Knox, General Freight 
mt. 
rgia Railroad & Banking Co., E. R. Dorsey, General 
Freight a 

Louisville & Nashville, J. M. Culp, General Freight Agent. 

Macon & Brunswick, J. M. Edwards, Superintendent. 

Marietta & North Georgia, Hon. Jos. E. Brown. 

Mobile & Girard, W. G. Raoul. 

Montgomery & Eufaula, W. G. Raoul, General Superin- 
tendent. : 

Nashville, Chattanooga & St. Louis, George R. Knox, 
General Freight Agent. 

— & Tuscaloosa, George R. Knox, General Freight 
nt. 
orthwestern North Carolina, T. M. R. Talcott, General 
Manager. 

Raleigh & Augusta Air Line, E. G Geio. 

Raleigh & Gaston, E. G. Geio. 

Richmond & Danville, T. M R. Talcott, General Man- 
oger; Sol. Haas, General Freight Agent; James H. Drake, 
Assistant General Freight Agent. 

Richmond, York River & Chesapeake, T. M. R. Talcott, 
General Manager. 

Rome Railroad Co., E. Hillyer, President. 

Savannah, Florida & Western, H. 8. Haines, General 
Manager; J. B. Andrews, General Agent, Baltimore. 

Savannab, Griffin & North Alabama, W. G. Raoul. 

Seaboard & Roanoke, E. G. Ghio, Superintendent. 

South Carolina Railroad Co., John B. Peck, General Su- 
perintendent. 

— & North Alabama, J. M. Culp, General Freight 
gent. 

Tennssee & Pacific, George R. Knox, General Freight 


Agent. 

Wonewn Railroad of Alabama, Cecil Gabbett, General 
Manager. 

Western & Atlantic, Hon. Joseph E. Brown, President; 
R. A, Anderson, General Freight Agent. 

Wilmington, Columbia & Augusta, Hon.’ R. R. Bridgers, 
President; S. P. Collier, Assistant General Freight Agent. 

badge sage & Weldon, Hon. R. R. Bridgers, President 
8. P. Collier, Assistant General Freight .o ; 

Baltimore & Savannah Steamship Co., William Plumimer, 
Assistant to President. 

Baltimore, Chesapeake & Richniond Steamboat Co., T. M. 
R. Talcott; George F. Needham, General Freight Agent. 

Baltimore Steam Packet Co., E. G. Ghio. 

Boston, Baltimore & Norfolk Steamship Co., Wm. Plum- 
mer, Assistant to President. 

Boston & Charleston Steamship Co., George W. Quintard, 
President. 

Merchants’ Steamship Co., E. Fitzgerald, General Agent. 

New York & Charleston Steamship Co., George W. Quin- 
tard, President; B. D. HaselJ, General Agent. 

New York & South Carolina Steamship Co., T. G. Eger, 
General Freight Agent. 

New York & Wilmington Steamship Co., T. G. Eger, 
General Freight Agent. 

Ocean Steamship Co.’s New York & Savannah Line, 
W. G. Raoul. 

Ocean Steamship Co.’s Philadelphia & Savannah Line, 
W. G. Raoul. 

Old Dominion Steamship Co.’s New York, Norfolk & 
Richmond Line, W. H. Stanford, Secretary and General 
Freight Agent. : 

Old Dominion Steamship Co.’s New York & West Point 
po W. H. Stanford, Secretary and General Freight 

ent. 
hiladelphia & Charleston Steamship Co., D. D. C. Mink, 
General Freight Agent. 

Philadelphia, Norfolk & Richmond Steamship Co., J. W. 
McCarrick, General —_. 

Providence & West Point Steamship Co., Wm. Plummer, 
Assistant to President. 

There were present, as above, representatives of 46 out of 
53 companies, members of the Association. There were 
also present the renner 5 | : 

E. P. Wilson, General — Agent, and W. C. Thomp- 
son, for Cincinnati Southern Railway. 

Charles P. Hatch, General Freight Agent, for Shenandoah 
Valley Railroad Company. 

W. J. Young, General Agent for Illinois Central Railroad 


oa . 
L. D. Richardson, General Agent, Chicago, of Green Line. 

J. R. Ogden, General Freight Agent, for East Tennessee, 
Virginia & Georgia. 

T. E. Walker, Claim Agent Green Line. 

Jas. Hollin Baltimore Agent Associated Lines of 
Virginia and the Carolinas. 

T. W. Gough, Baltimore Agent Great Southern Freight 
Line via Savannah. 

O. V. Smith, Forwarding Agent, Portsmouth, Atlantic 
Coast Line. 

Thomas H. Carter, of the Board of Arbitration of the As- 
sociation. 

H. N. Starnes, Secretary to the Board of Arbitration. 

Milo S. Freeman, Clearing House Agent of the Association. 

E. T. Hughes, General Agent, New York, of the Associ- 
ation. 

After the call of the roll and a record madeof the repre- 
sentatives, the annual report of the General Commissioner 
was vena by the 


Secretary. 

Mr. Haas moved that a committee of five from each the 
Green Line and the steamship interests be appointed by the 
President to confer on Coast differences and rates, referred 
to in the General Commissioner’s Re; Carried 





The President appointed Messrs. Plummer, Hasell, 
Fitzgerald and for ps and Messrs. Knox, An- 
proven Agar and Dorsey for the Green Line, as that 
committee, 


Mr. Raoul moved that the General Commissioner be added 
as Chairman. Carried. 

Mr. Mink, Vice-President of the Coastwise Steamship 
Association, addressed the Convention upon the necessity for 
a uniform form of bills of lading, and gave the results of the 
work of a committee of the Coastwise Steamship Associa- 
tion for two years past, and stated that the bill of lading es 
made by that committee had been adopted, and was now 
used by all steamship lines on South-bound business. He 
urged action by the Convention as to the adoption of a like 
form for cotton and North-bound business, and stated that a 
committee from the Coastwise Steamship Association was 
present, and would like to meet a committee from this 
Association. 

The following, offered by Mr. Peck, was adopted: 

“‘It being the opinion of some of the members of this As- 
sociation that it is desirable to have uniformity in through 
bills of lading from interior Southern to Eastern, Western 
and Northern a, it is— 

“* Resolved, That a committee of five be appointed to con- 
fer with a committee of the Coastwise Steamship Associa- 
tion, who have already performed a similar service for that 
As3ociation on South-bound bills of lading, and that the 
committee appointed hereunder be direc to submit, as 
soon as practicable, to this Association for its consideration, 
a ag | of through bill of lading for use from interior 
poin 

The President appointed Messrs. Peck, Raoul, Bridgers, 
Gabbett and Knox as the committee under the foregoing 
resolution. 

After recess had been taken : 

The Committee on Coast Differences and Rates not being 
ready to report, was given more time. 

_ The Committee upon the subject of Uniform Bills of Lad- 
ing reported as follows: 

‘The committee appointed to confer with a committee of 
the Coastwise Association relative to bills of lading, respect- 
fully report that they have had under consideration the sub- 
ject of an uniform form of bills of lading to be used by all 
companies belonging to or working with the Association. 

“The committee are of the opinion that the interest of all 
the companies composing this Association imperatively de- 
mands the adoption of some form which shall insure to 
them all the exemption from liability which the laws of tho 
several states or the United States grant to carriers. 

‘The importance of the subject, however, demands more 
consideration than can be given to it during the present ses- 
sion of the Association. 

‘*The committee therefore beg leave to recommend that 
the whole subject be referred to the Rate Committee, with 
instructions to submit to each of the companies composing 
the Association such form or formsas may be adopted by 
the Rate Committee, and upon the ——— of a majority 
of the companies composing the Association, such form or 
forms shall be deemed and held to be the authorized forms of 
bills of lading of this Association, and upon the publication 
of the same by the General Commissioner all companies be- 
longing to the Association shall be held bound to use only 
such forms for all shipments made by them where the ser- 
vice is to be performed by more than one company, after a 
date to be fixed by the Rate Committee.” 

_ Mr. Plummer moved the report be adopted. Carried. 

Mr. Henry Fink, General Manager of the Virginia, Ten- 
nessee & Georgia Air Line, presented a communication 
claiming that the 10‘, per cent. of Atlanta cotton allotted te 
the Western & Atlantic Railroad belonged to the Virginia 
& Tennessee Air Line Railroad, which was read by the Sec- 
retary. 

b Mr. Haas nioved the communication be received. Car- 


ried. 

The General Commissioner made the statement that his 
action in dividing the 10!¢ per cent. on the basis of the busi- 
ness done, was in accordance with the rules of the Associa- 
tion and by direction of the President of the Western & At- 
lantic, which road, under the rules of the Association, had 
the right to sodirect. The General Commissioner suggested 
that the matter be settled by prorating the amounts carried 
by the Cincinnati Southern Railway, less 20 per cent. for 
carriage, or by first deducting from the movement of cotton 
from Atlanta that which is taken by the Cincinnati Sonth- 
ern and other Western lines, and dividing the balances as 
per division of Atlanta cotton. 

Mr. Talcott moved that the settlement for the past season 
be made by first deducting from the movement the amount 
carried via the Cincinnati Southern Railway and dividing 
the balance as per Atlanta cotton divisions. Carried. 

Mr. Henry Fink requested the appointment of a commit- 
tee, or the authorization of the General Commissioner to 
make a new agreement for a year from Sept. 1, 1881. 

Mr. Raoul moved the appointment of a committee of three 
to confer with Mr. Fink, as requested. Carried. 

The President appointed Messrs. Kaoul, Talcott and An- 
derson as that committee. 

The old officers (Joseph E. Brown, President; Virgil 
Powers, General Commissioner; C. A. Sindal!, Secretary) ; 
were then re-elected for the ensuing year, and committees 
appointed to choose names for the te Committee, and to 
report on the continuance of the Board of Arbitration. 


SECOND DAY’S PROCEEDINGS. 


After the openixg of the session on the second day, the 
report of the Committee on Coast Differences and Rates 
was read as follows : 

“The Committee appointed on Coast Differences and 
Rates, beg leave to report that they have agreed on basis of 
differences as follows: 

“All-rail lines to maintain to coast not less than 8 cents 

r 100 pounds higher rates on lettered classes than Eastern 
ines from Chicago. The total rates to coast to be made by 
combination of trunk-line rates, Chicago to Baltimore, plus 
12 cents per 100 pounds, as steamer rates, Baltimore to 
Charleston and Savannah, said totals to be Eastern lines 
rates. All-rail lines totals to be not less than 8 cents per 
100 pounds higher. The above not to include Ohio River 
points (viz: Cincinnati, Louisville, Aurora, Madison, Jeffer- 
sunville, Evansville, Cairo, East Cairo, Henderson, Colum- 
bus and Hickman), which are yielded to all-rail lines. 

“Tt is also a condition of this agreement that no line is to 
work into South Atlantic ports, — via Baltimore, Phil- 
adelphia, New York or Boston, and thence all water, unless 
they give to the water lines via Baltimore, Philadelphia, 
New York or Boston the same differences in favor of the 
water lines as is — them by all-rail lines, viz, :j8 cents per 
100 pounds on lettered classes, 

“This basis to be worked by all lines for a period of at 
least six months. 

‘The Committee further recommend that the parties in 
interest make an agreement, and report to the General Com- 
missioner in reference to rates and differences on rice and 
naval stores.” 

This report was laid on the table; but afterward taken up 
and. referred to the Rate;Committee. 

The rt of the Committee upon Rate Committee re- 





wl repectly og leave to report eat it 
“We ve our comm 
tee unanimousl daopted the fol wi Secchaitona, and 
| that they be adopted by the Association : 


ended $ 
* Resolved, That the Rate Committee shall consist of the 
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General Commissioner, who shall be Chairman, with the 
right to vote whenever there is a tie, and eight members to 
be selected as follows: One member to be nominated by 
each of the following interests, viz : The Western & Atlantic 
Railioad Company ; The Louisville & Nashville Railroad 
Company ; the Cincinnati Southern Railway Company ; the 
Centra] Railroad & Banking Company ; the South Carolina 
Railroad Company ; the Virginia, Tennessee & Georgia Air 
Line ; the Richmond & Danville Railroad Company ; the 
Coastwise Steamship Association. 

“* Resolved, That any member of the Association, or any 
company working with the Association, shall have the right 
to appeal from decisions of the Rate Committee to the Board 
of Arbitration.” 

Mr. Raoul moved to amend the report by adding the fol- 
lowing resolution : 

** Resolved, That the rates as made by the Rate Com- 
mittee shall be enforced pending any appeal to the Board of 
Arbitration.” Carried. 

On motion, the report, as amended, was adopted. 

The report of the Committee on Board of Arbitration was 
read as follows : 


** Your committee respectfully recommend that the Board 


of Arbitration of the Association be paid by the Association 


a fixed salary of $500 each per annum, and $200 each, and 


expenses, for each case they are called upon to arbitrate. 


Said $200 each and expenses to be paid by the General 
Commissioner, and charged to the roads interested in the 


arbitration. 


“They further recommend that the Clerk to the Board of 
Arbitration be discontinued, and that the Secretary of the 


Association act as Secretary of the Board.” 


After some discussion it was resolved to continue the sala- 
ries of the members of the Board of Arbitration at $2,000 
per year each, as at present; also that the Secretary of the 
Association act as Secretary of the Board of Arbitration, his 
The salary of 


salary being increased to $3,000 Pe year. 
the Clearing House Agent was fixed at $2,400 per year. 
The old Board of Arbitration (Messrs. John Screven, T. H. 
Carter and W. R. Arthur) were unanimously re-elected. 
The following, offered by Mr. Raoul, was adopted: 


‘* Resolved, That all business between competitive or pooled 
points on through bills of lading, whether by sail or other- 


wise, be reported to the General Commissioner and included 
in his pool divisions.” 


Mr. Dorsey moved the reappointment for the ensuing year 
of the present Committee on Accounts, Finance, Organiza- 
tion and Rules: Messrs. Buford, Peck, Raoul, Stanford and 


Grant. The motion was carried unanimously. 


The appointment of a Rate Committee, as per report 
adopted, yeing called for, the Western & Atlantic Railroad 


named R. A. Anderson; the Central Railroad named G, A. 


Whitehead; the Virginia, Tennessee & Georgia Air Lire 
named J. R. Ogden, and the Richmond & Danville Railroad 


named Sol. Haas. 


The other parties named for the present, or until action by 
the boards of directors, etc., and notice to Secretary of the 


Association, are as follows: 
The Louisville & Nashville Railroad named George R 
Knox, the Cincinnati Southern Railway named E. P 


Wilson, the South Carolina Railroad named J. B. Peck, and 
the Coastwise Steamship Association named W. H. Stan- 


ford. 


On motion of Mr. Raoul, the roll of members was called 
upon the question of renewal of agreement and continuance 
of membership for the year 1882, and resulted in affirmative 
replies from all present (46 members) except the New York 
& Wilmington Steamship Company, the right being re- 
served to each of submitting the same to the boards of 


directors for approval. 


Mr. Raoul moved that the Chairman of the Rate Com- 
mittee (General Commissioner) be requested to notify the 
members of the Association of the meetings of the Rate Com- 


mittee. Carried. 


Mr. Eger moved that the proceedings of the Rate Com- 
mittee meetings be sent, as issued, to each member of the 


Association. Carried. 


Mr. Talcott moved the appointment of a committee of 
three to look into and report any amendments necessary in 


the methods of pooling business. Carried. 


The President appointed Messrs. Talcott, Raoul and Peck 


as that committee. 
After a recess had been taken : 


The Committee of Conference appointed to confer with 


Mr. Henry Fink, of the Virginia, 


‘ennessee & Georgia Air 
Line submitted a report as follows : 


““Your committee beg leave to report that we have met 
Mr. Henry Fink, representative of the Virginia, Tennessee 
& Georgia Air Line, in relation to effecting a new agreement 


between that line and the Association for the ensuing year. 


“We recommend that the Western & Atlantic Railroad 


and the Virginia, Tennessee & Georgia Air Line be allowed 


the same percentages of business which were accorded them 


the past year, namely, 15 per cent. on merchandise South, 
and 1014 per cent. of the revenue on the cotton business out 
of Atlanta, based on the average rate on cotton to all points, 
and calculated so as to give to the Virginia, Tennessee & 
Georgia Air Line and the Western & Atlantic Railroad 
what they would have gotten had they received the business 
and their pio rata portion of the rate, the Western & Atlan- 
tic Railroad charging locals on all cotton business out of 
Atlanta and turning the whole revenue into the pool, less 20 
per cent. for carriage, the Virginia, Tennessee & Georgia 
Air Line reporting their revenue to the pool less 20 per cent. 
for cost of carriage, as is usual. 

“The Committee takes it for granted that all the Western 
roads will continue to do cheerfully as has heretofore been 
agreed, to abstain from competing with the Eastern lines in 
their Eastern business. 


“The Virginia, Tennessee & Georgia Air Line insist that 
they cannot and will not attempt to maintain a higher rate 
at Rome than is maintained at Montgomery and Selma, and 
the Committee, in view of the fact that all lines leading out 
of Montgomery are under the jurisdiction of the Association, 
except the Selma, Rome & Dalton Railroad, at Selma, 
which is under the management of Mr. Fink, who pledges 
himself to maintain as high rates to New England towns as 
the rates maintained by the Louisville & Nashville Railroad, 
less agreed water differences, recommend that the rates out 
of Selma and Montgomery to New England towns be made 
by the Rate Committee, and enforced by the Association. 
and that the Rate Committee be instructed to act at once, 
and make and restore said rates. 


“Tt is the opinion, however, that rates out of Montgomery 
and Selma cannot be maintained except by pooling the busi- 
ness, and we therefore recommend that a bale pool be en- 
tered into at once. Wesuggest a bale pool because the differ- 
ent lengths of the lines out of these places that can be put 
into the pool would make a revenue division unequal. 

‘* We suggest that the stability of rates at } ontgomery 
and Selma is of so much importance to all the lines in the 
Association that whatever is necessary to be done to accom- 
plish such a result should be done. Therefore, if all other 
means fail, we nae: pay the whole question be submi 


itted 
to the Board of on, including the question of whether 


or not these points should be pooled. It may be claimed 
that this question is only of interest to the lines directly con- 
cerned, but we respectfully submit that if the rates at Mont- 
gomery fix the rates at Selma, and Selma those of Rome, 
and Rome those of Atlanta, and Atlanta those of Macon, 
and so on, it is a question of vital importance to every mem- 
ber, and one on which the Association should actif it is to 
be of — real service to its members.” 

Mr. Plummer moved the adoption of the report. Carried. 

Mr. Quintard moved that the thanks of the Cunvention be 
voted to the proprietor of the Metropolitan Hotel for cour- 
tesies extended, Carried unanimously. 

Mr. Quintard moved that the Convention do now adjourn. 
Carried. 

Adjourned. 








The First Railroads of Massachusetts. 





The annual report of the Boston & Providence Company, 
recalling the fact that this year completes a period of half a 
century since the company was chartered, reprints the fol- 
lowing extract from a history of the railroads of Massachu- 
setts, written by Hon. Edward Appleton, one of the first 
Railroad Commissioners of the state, and published with 
Walling & Gray’s Topographical Atlas: 

The first railroad charter granted in Massachusetts was 
that of the Granite Railway Company, March 4, 1826. This 
company was chartered for the purpose of transporting 
granite from the quarries in Quincy to tidewater in Nepon- 
set River. The road was built and put in operation the 
next year. 

In 1827 and 1828 sundry surveys for canals and railroads 
were authorized by the Legislature, and reports concerning 
them were made in 1828 and 1829. The Commissioners 
having charge of these surveys proposed to have the tracks 
supported by stone walls, capped with granite stringers, 
with iron bars bolted to them, and to have the roads oper- 
ated by horse-power. On the road to Providence they esti- 
mated that a single horse could draw a load of eight tons, 
including weight of carriage, at the rate of three miles per 
hour working seven hours per day, or, working three hours 
per day, could draw a carriage with 25 passengers nine miles 
per hour. They estimated the cost of this road at $8,000 
per mile, besides the land, and that the freight would be 
about 27,000 tons per year, and the passengers about 24,- 
000 and the net income $60,000, 

Several railroad charters were granted in 1829 and 1830, 
but the only one of these under which an organization was 
formed was that ef the Boston & Lowell, passed June 5 
1830. The charter of the Boston é& Providence was granted 
June 22, 1831, and that of the Boston & Worcester June 
23, 1831, with several others about the same time, which 
were never used. These three, the Lowell, the Providence 
and the Worcester were the pioneer railroars of the state. 
The construction of all of them was cominenced about the 
same time in 1882, and they were all completed in 1835. 
The Worcester road was opened to Newton, April 18, 1834, 
starting frora a temporary station at Washingtou street, in 
Boston, and was opened to Worcester in July, 1835. ‘The 
Lowell road was opened to Lowell June 25, 1835. The 
Providence road was opened to Readville, June 4, 1834, and 
to Providence in August, 1835, the stone viaduct in Canton 
being the last piece of work to be finished. 

The early charters for railroads were framed on the sup- 
position that they would be used like turnpikes; and pro- 
vided that any one might enter upon them with his own en- 
gines and cars, by paying tolls. Availing themselves of this 
provision, certain parties, in 1837, organized themselves 
under a charter for the Seekonk Branch, proposing to build 
about a quarter of a mile of road at the Providence end, and 
a separate station in Boston, and to use the whole interme- 
diate part of the Boston & Providence road with their own 
engines and cars. For about three years the operations of 
these parties were a serious annoyance to the Boston & 
Providence Railroad Company; but the matter was then 
settled by the purchase of the property of the intruding 
corporation, and the passage of a law by the Legislature 
forbidding one railroad corporation to enter with its en- 
gines upon the road of another company, unless by their 
consent. 

Of course, at this early date, both the construction and 
management of railroads were experiments, and everything 
was to be learned from actual practice. The first locomotives 
weighed only eight or ten tons each, and the earliest cars 
resembled two or three stage-bodies set together on a plat- 
form. At the present day, such engines and cars would not 
be supposed to be intended for use on a railroad. lt was also 
supposed that nothing would answer for fuel but pitcb pine, 
and some of our railroad companies purchased extensive 
tracts of woodland in Virginia and other Southern states, to 
keep themselves supplied with fuel: It did not take many 
years, however, to explode this idea, and to show that the 
wood along our own railroads would make steam just as well 
as that brought from adistance. Some of the early reports, 
in the light of later days, afford amusing reading. Thus, 
the directors of the Worcester road, in their report for 1838, 
state very complacently that their trains have run regularly 
during the whole year, and only eight trips have occupied 
more than four hours. Ou many of the roads the rails first 
laid were too light, and heavier ones were soon substituted. 
Still, the business as it was developed upon the roads con- 
siderably exceeded the original estimates, and though the 
expenses of doing the business over-ran the original estimates 
in still greater ratio, yet the net result of the first few years 
was so encouraging that the construction of railroads was 
rapidly extended. 





Se 


THE SCRAP HEAP, 


Locomotive Building. 

The Rogers Locomotive Works, at Paterson, N, J., recently 
delivered some mogul freight engines to the Northern Pacific 
road. They have fire-boxes adapted to burn the lignite 
found on the line of that road in Dakoia. 

The Chicago, Milwaukee & St. Paul has contracts out for 
30 new ten-wheeled freight engines. 

The Shaw double-cylinder locomotive, which has been on 
the Boston & Providence road, has been taken to the Cam- 
den & Atlantic road, where it is to have an extended trial. 
Its first trip was made on Saturday of last week. 

Fleming & Sons, at St. John, N. B., recently delivered two 
new passenger engines to the Intercolonial Railway. 


Car Notes, 


Some very heavy orders for cars have recently been given 
for the Vanderbilt roads, These include 2,080 for the New 
York Central & Hudson River, as follows : 400 box cars 34 
ft. long, to go into the Blue Line; 1,030 box cars 29 ft. long, 
of which 300 are for the Blue Line, 230 for the White Line, 
250 for the Midland Line and 250 for general use on the 
road; 250 four-wheel box cars for iocal traffic; 300 rack 
lumber cars, 34 ft. long and 100 double-deck stock cars, 24 
ft. long. The Lake Shore & Michigan Southern order is 
for 1,800 cars, 1,050 to be box cars 34 ft. long, and 250 box 
Cars 29 ft. long, 170 of the latter being for the White Line 





and 80 for the Red Line. These 3,380 cars will be divided 
between the Harrisburg Car Co., at Harrisburg, Pa., and 
the Jackson & Woodin Manufacturing Co., at Berwick, Pa. A 
further order has been agreed on for 300 refrigerator and 
2,000 box cars for the Merchants’ Dispatch. Orders have 
been given that these cars—and all others to be built here- 
after for the Vanderbilt roads—shail be made to the New 
York Centrai standard drawings aud specifications. 

The Continuous Draw-Bar Co., of Philadelphia, bas bought 
the Salvator draw-bar, and now owns the two Middleton 
patents and the Hoit, Caum and Griffith & Patterson 
patents, having thus, as it claims, control of all the legiti- 
mate continuous draw-bar patents in the United States. 

The Bradley car shops at Worcester, Mass., have lately 
completed several passenger and baggage cars for the Dan- 
ville, Olney & Ohio River road. 

The Lehigh Valley car shops at Packerton, Pa., have 
nearly completed a very convenient and handsomely fitted 
car for the Paymaster of the road. 

The Harrisburg Car Works at Harrisburg, Pa., have or- 
ders for over 1,000 cars to fill, and are about closing 
another heavy contract. 

It is proposed to build extensive car shops in Louisville, 
Ky., or its neighborhood. 

The Indianapolis Car Works have taken a contract to 
build 200 hopper-bottom coal cars for the Terre Haute & 
Indianapolis road. 

The Pittsburgh Car Wheel Manufacturing Co. in Pitts- 
burgh, Pa., has built a large addition to its works, and has 
begun to build freight cars. 

The Maine Central Co. is fitting up some experimental 
cars with self-feeding oil stoves, for the transportation of 
potatoes, which are largely shipped over its line, and must 
be kept from freezing. 

Pdrdee, Snyder & Co. have their car shops at Watson- 
town, Pa., full of work on contracts. 

Bridge Notes. 

The Delaware Bridge Co,, of New York, has the contract 
for the bridge over the Delaware River on the extension of 
the New York, Susquehanna & Western road. 

The Penn Bridge Works at Beaver Falls, Pa., are very 
busy, with a number of orders on hand, including some for 
South America. 

The Boston Bridge Co. has the contract for a new iron 
bridge near Greenfield, Mass., on the Connecticut River 
road, 

The Clinton Bridge Co. at Clinton, Ia., has a number of 
contracts on hand and is very busy. 


Iron and Manufacturing Notes. 


The Betts Machine Co., in Wilmington, Del., bas just com- 
pleted a large planer, capable of planing a piece of iron or 
other metal 10 ft. wide, 10 ft. high and 24 ft. long, and so 
arranged that four cutting tools may operate on the work at 
one time—two of these are on the crosshead, and one on 
each upright. The bedplate is a massive casting, 6 ft. wide 
and nearly 40 ft. long, weighing nearly 40,000 pounds; 
each upright weighs about 10,000 pounds, and the total 
weight of the tool is 120,000 pounds. It is built on order for 
one of the large engineering works in the West, Morgan, 
Williams & Co., of Alliance, O., and is the eighth machine 
that will plane 10 ft. square, that bas gone out from these 
works, though they are not ail so long as this one. 

Fine Grove Furnace, in Greenup County, Ky., was re- 
cant)y completed and went into blast. It is a charcoal fur- 
nace, 17 ft. high and 6 ft. bosh, and is blown by one 2},-in, 
tuyere. it is said to be the smallest furnace in the United 
States, and was built by Mr. Joseph Spriggs to prove that a 
small furnace can be economically worked. 

The property of the Aurora Iron & Nail Co. at Aurora, 
Ind., was recently sold at sheriff’s sale and bought by Cobb’s 
Iron & Nail Co. The works make bar, sheet and plate iron, 
nails, fish-plates and bolts. 

Topton |\‘urnace, at Topton, Pa., recently made 237 tons of 
pig iron in a week. 

rhe Davidson Steam Pump Co., of Brooklyn, N. Y., bas 
two pumps (one working at a time) running the elevator at 
the new freight house of the Pennsylvania Railroad at Six- 
teenth and Market streets, Philadelphia. Each pump work- 
ing lifts 100 car-loads of miscellaneous freight daily, the 
pressure being directly on the rains, without any accumu- 
lator, and, it is said, without any perceptible shock, jar or 
unsteadiness of motion. The manufacturers claim that this 
result is unprecedented. 

The Union Foundry & Hydraulic Works of I. S. Cassin & 
Co., Philadelphia, are filling some large orders for railroad 
castings and for hydrants, valves, etc., for railroad use. 

The Union Switch & Signal Co, in Pittsburgh is now put- 
ting up block signals on the Pennsylvania road between 
Pittsburgh and Wall and between Tyrone and Spruce Creek : 
also putting up block signals on the Providence & Worcester 
road, and electric bells and signals at the highway crossings 
on the same road. The company has closed a contract to 
replace the signals now in use on the Old Colony road _ with 
its railsystem. The company is also making for the Penn- 
sylvania Railroad in Philadelpbia seven Saxby & Farmer 
interlocking machines, one of which at Seventeenth street, 
on the Filbert Street Extension, has 56 levers, which move 
27 switches, 30 +ignals and 20 locks. The automatic system 
of block signaling used by this company consists in the use 
of the rails of the track for conducting the electric current 
which operates the signal. The signals are connected with 
the track in such a manner that they will show danger when 
a train or part of a train is on one section, or when a switch 
is unlocked or misplaced,-and also prevents the throwing of 
a switch in the face of a train, which, on entering a section, 
automaticaliy locks the switch akead ef it. 


The Rail Market. 


Some large transactions in steel rail are reported, at 
prices not made public. Quotations continue at $60 to 
$62.50 per ton at mill, according to time of delivery. En- 
glish rails are quoted at $60 to $62.50 at Eastern ports ; 
several sales of light rails are reported at $66 to $70, de- 
livered at Galveston. 

Iron rails are quoted at $47.50 to $48 per ton at mill for 
56-lb, rails and over, and $50 to $52.50 for light sections. 
There is a good deal of inquiry, but makers are not willirg 
to concede anything, as they are generally supplied with 
orders. 

Spikes continue at $3.15 per 100 lbs., with an upward 
tendency; fish-plates, $2.60, and track-bolts, $3.25 to $4 per 
100 lbs. 

Olid iron rails are dull, with few sales reported. Holders 
are asking $29 to $29.50 per ton in Philadelphia for tees 
and $32 for double-heads, but buyers are nut able to pay 
these prices at present quotations for new rails. 

Steel blooms are quiet and irregular. <A few sales are re- 
ported at $45 to $46 at tidewater, duty paid. 


Prices of Scrap Tron. 


Pittsburgh: quotations for scrap iron and steel are: No. 1 
wrought scrap, $29 to $30 per net ton; selected railroad 
scrap, $31, net; old car axles and springs, $37 to $40, net; 
steel rail ends, $28 to $30 per gross ton; old car wheels, $28 





to $80, gross; cast horings, $15 to $16, gross; wrought 
turnings, $20 to $22, net, The market is reported tirm, 
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Engineering Papers. sf 


The Institution of Civil Maginecss invites competition for 
the various premiums which it distributes annually for 
papers on subjects enumerated in a list of 45, from which we 
select the following most interesting to.railroad men and 
Americans: 

_ The methods of protecting metal work exposed to corro- 
sion, with examples. 

The modern practice of bridge-building in Germany 
especially with reference to the details of construction and 
vd substitution of bar and angle iron for wide flange 
plates, 

The actions of high winds on lofty and exposed structures, 
and the best methods of determining the force of the wind. 

The comparative cost of transport by land and by water. 

The locations and construction of the most difficult 
portion of the several Pacific railroads. 

The elevated street railroads of New York. 

Continuous railway brakes, 

Mechanical power on tramways, including steam, com- 
pressed air, electricity, etc. 

The best methods of testing steam engines (independent of | 
their boilers), having regard to accuracy of the results, and | 
ease with which the tests can be carried out. 
. ~ modern practice in the design and construction of 

oilers. 

The different systems of refrigerating machinery and ap- 
pliances for the preservation and transport of provisions. 

The application of hydraulic power t> machine tools, 

Drilling and riveting machinery for girder work. 

The special construction of vessels for the reception of 
railway trains on deck, indicating the arrangements for the 
shipping of such trains on their own wheels at various states 
of the tide. 

Instruments for measuring the velovities of vehicles, of 
prime movers and of wind and water meters. 

‘All persons may compete for the premiums. whether mem- 
bers of the Institution or not, British or foreigners. 


The Man at the Junction. 


The other day six railway passengers over a line in this 
state were put down ata junction to wait for a cross-line 
train. The little depot was the only building in sight, and 
the man in charge of it was nota telegraph operator. He 
simply kept the station-house and flagged the trains, and he 
was no more responsible for the running of trains than the 
Tycoon of Japan. Every one of the six realized this, and 
yet it wasn’t over two minutes before one of the passengers 
approached him and asked: 

‘Ts that train on time ?” 

“*T guess so.” 

“**You guess so! Don’t you know ?” 

‘**No, sir.” 

; ** You don’t, eh? Then how do you know it isn’t an hour 
ate ?” 

*“*T don’t.” 

“Don’t, eh? Well, if that train’s late, you’ll ——” 

Here be was elbowed away by the old woman who made 
up the six, and who wanted to know: 

*Willl git home to-day ?” 

**T guess so.” 

‘The train stups here, does it ?” 

‘**'Yes’m.” 

“* Stops long enough for me to git on?” 

**Oh, yes.” 

“Well, mebbe it does, but if it don’t you'll hear from us !”” 

She gave place toa man who had looked at his watch 
three times in six minutes, and who sternly asked: 

‘** Did IT understand that we were to wait here two hours ?” 

** Yes, sir.” 

‘* Is it two hours before that train crosses here ?” 

“Te, 

‘* Whereabouts on the line is the train now 7?” 

“*T don’t know.” 

‘* Why don’t you telegraph ?” 

‘* We have no instrument here.” 

‘“‘Haven’t, en? That’sa pretty state of affairs ! Two long 
hours, and perhaps four! Now then if———” 

Here he was called away by the blowing of a saw-mill 
whistle, and the most peaceful-looking manin the crowd 
edged up and inquired: 

“Train on time ?” 

‘Yes, sir.” 

** Does it cross here ?” 

“Yes, sir.” 

** Always stop ?” 

“* Always.” 

‘If I get left here to-night it would cost somebody a good 
round sum.” 

In the course of the next ten minutes the other two men 
approached and indulged in about the same style of conver- 
sation, and after an interval of ten minutes he was asked 
what time it was, why he was not an operator, why the 
trains didn’t make close connection, and why on earth he 
didn’t have an ‘ ating-house in connection with the station. 
He had a civil answer for every question, and his patience 
never wavered until just four minutes before train time. 
Then the old woman said to him for the twentieth time: 

‘**Do you ’spose I'll miss the train ?” 

‘“*T hope not,” he quietly replied, ‘‘ forif you do I shall take 
to the woods !” 

And at that the six passengers gathered on the end of the 
platform, went into convention, and it was unanimously 

** Resolved, that the arrogance and impudence of public 
—— must be and is hereby sternly rebuked.”—Detroit 

ree £ress, 


She Knew It. 


As the Pacific express train coming east on the Central 
road reached Ann Arbor the other day, there were mary to 
get off and on, and there was the usual burry and confusion. 
Among those getting aboard was alittle vld woman about 
sixty years old, who secured the assistance of a brakeman 
and drew berself up the step of the smoking car. 

‘This way, madam—tbis way,” called the official, as she 
laid her hand on the door of the smokmg car; but as she 
paid no attention to him he continued : 

“Hold on, Madam—that’s the smoking car.” 

“Wall, aon’t you ’spose I’ve traveled enoughto know’ 
that ?” she queried, as she whirled around. ‘I guess I know 
where to go when I want to smoke !” 

And she entered and sat down, filled her old clay pipe, 
borrowed a light, and was soon puffing away in the greatest 
contentment.— Detroit Free Press. 





A Handsome Pay Car. 

A pay car is in course of construction at the Lehigh Val- 
ley Kailroad Compauy’s shops at Packerton, and when fin- 
ished will be the most complete thing of the kind in the state. 
The car is of the usual length, width and height of an ordi- 
nary baggage car, and will be divided into four apartments 
—a cash, sleeping, cook room and observation room. In, tbe 


1 
| Central Pacific, Western Div.+ | 20; 





cash or pay room will be placed sofas, tables, chairs and a | 
Herring safe. The sleeping room will contain four berths. | 
-The cook room will be supplied with a cook stove and a) 
tent Baker heater, a closet for dishes and one for linen. | 
he observation room will be furnished with easy chairs and | 
lounges, The interior of the car will-be fiuisbed in black | 


LOCOMOTIVE RETURNS, JULY, 


Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 
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* ¥ive empty cars rated as three loaded ones. 
+ Switching engines allowed 6 miles per hour; helping engines, 
— Genes run. 
+ Switching engines allowed 6 miles per hour. 
§ Fuel not estimated. ” 
i Two empty cars rated as one loaded one. 
Three empty cars rated as two loaded ones. 








walnut and maple and neatly carpeted, and when completed 
will bea small railroad palace. The Paymaster and his 
crew will sleep and live on the car during the few days re- 
quired to pay the men employed on all the branches of the 
road. The car will be completed for the use of the Paymas- 
ter in time to make the January pay.—Pottsville (Pa.) 
Miners’ Journal. 


The New York Elevated Roads. 
But few persons who have not been in New York since the 





* Switching engines allowed 6 miles per hour; five empty cars 
rated as three foaded ones. 
++ Engineers’, Secnen pend wipers’ wages not included in cost. 
Gauge of this road, 3 ft. 
The ton of coal is 2,000 Ibs., unless otherwise noted; 25 bushels 
counted to the ton. 
Repairs generally include all shop expenses. 


by 24 in. timbers with mortises 2 by 41n. about 3 in. from 
the end. A bolt is put through the short end of the bracket 
to prevent its splitting. These brackets can be slipped up and 
down, and are held at the required height by }s-in. tron pirs 
inserted in holes through the standards, and planks laid upcn 
them to form tbe scaffolds. Eight standards are used to a 
car—4 on each side, or 2 on each side of door. When using 
two planks, the scaffolds each side of door are independent; 
but a third plank across the door reaches the whole length, 


|and in connection with one across each end, makes a con- 


construction of the elevated roads, and witnessed their | 
equipments and operations, can have any adequate idea of | 
the extent of them, and of the people, machinery and ap- | 


urtenances required in working them. A recent inventory 

iscloses the fact that there are 32 miles of roadway, 161 
stations, 203 engines, and 612 cars, while 3,480 trains a day 
arerun. There are 3,274 men employed on these roads, 309 
of whom are engineers, 258 ticket-agents, 231 conductors, 
308 firemen, 395 guards or brakemen, 347 gatemen, 4 road- 
inspectors, 106 porters, 33 carpenters, 27 painters, 69 car- 
inspectors, 140 car-cleaners, 40 lamp-men, and 470 black- 
Smiths, boiler-makers and other mechanics employed on the 
structure and in the shops. Most of the ticket agents are 
telegraph operators, but there are 13 other operators em- 
ployed. There are four double-track lines in operation. The 
aggregate daily receipts vary from $14,000 to $18,000; and 
as many as 274,023 passengers have been carried in one 
day. Engineers are paid from 83 to $3.50 per day; ticket- 
agents, $1.75 to $2.25; conductors,$1.90 to $2.50; firemen, 
$1.90 to $2; guards or brakemen, $1.50 to $1.65; and gate- 
men, $1.20 to $1.50. The above items do not include machin- 
ists and other employés in the workshops, or the general 
officers, clerks, etc.—Engineering and Mining Journal. 


Enough of Railroading. 


On board the Erie train that was wrecked this side of the 
Summit, Nov. 15, was a brakeman who was making bis 
first trip. When the train, after breaking in two, ran to- 
getber in and telescoped four cars right ahead of him 
the new brakeman jumped to the ground and went forward 
to view the wreck. After gazing at it a few moments and 
contemplating how narrow was his escape he turned to one 
of his feliow brakemen and said: ‘‘ This is my first expe- 
rience in railroading and I'll be d dif it won’t be my 
last. Just tell the conductor that I'll give the company the 
benefit of my short services and have gone back again on 
the farm to work.”—Port Jervis Gazette, 


A Convenience in Car Shops. 

The Cleveland Bridge & Car Works, instead of using 
horses and scaffolding in working about cars in the erecting 
shop, make use of a substitute which is found to be an im- 
provement. It consists of standards or ts, 2 by 4 in., 


laced oe mortised in the floor and in the beams over- 
bead. pon these standards are brackets or arms of 4 by 4 








tinuous scaffold all round.—National Car-Builder. 
Electricity as a Motive Power on Railroads. 

The St. Paul Pioneer-Press reports tbat President Villard, 
of the Northern Pacific, has recently completed a coi tract 
with Thomas L. Edison for the construction of 50 miles of 
railroad in Minnesota during the next year, upon which Mr. 
Edison is to test the efficiency of bis electrical engines as 
motive power for railroads. It is stated that Villard agrees 
to pay Edison a stipulated sum for the entire road 
if the new power works satisfactorily, and the latter 
will be backed in his novel enterprise by capitalists 
abundantly able and willing to risk large amounts in 
making an experiment of the entire success of which the 
inventor seems entirely confident and certain. Under the 
terms of the contract eutered into, the 50 miles are to be 
completed within the year, and if the electric motors do not 

rove satisfactory the Lp portion of the cost will be 
borne by Mr. Edison and the gentlemen associated with him 
While the details of the contract have been withheld up to 
the present time, there is no room to doubt that it has been 
fully agreed upon by Villard and Edison, and it is expected 
that the experimental line will be built between St. Cloud 
and Minneapolis and St. Paul. 


Pie. 

The Erie recently opened a station at a small village in 
Bergen County, N. J., known from time immemorial as 
Small Lots. But the name of the stationis Fair Lawn, 
which seems to be a sort of translation, 

A road up in Canada advertises special rates to parties 
wishing to attend a pic-eating match in a town on the line. 
Probably the restaurants on the road took the opportunity 
of working off all their old stock. 

Monongahela River Improvement. 

Sealed proposals will be received by the Monongahela 
Navigation Cu. at its office in Pittsburgh, Pa., until noon cf 
Dec. 22, for the building of a tock and dam at Lock No. 7 
on the Monongahela River, 84 miles above Pittsburgh. The 
dam will be built of crib-work filled with stone, and the lock 
of cut stone masonry. Approximate quantities are 9,600 
cubic yards earth and rene excavation, 8,000 cubic yards 
masonry, 12,000 cubic yards stone filling of dam and 900,- 
000 ft. lamber. Plans and specifications can be seen at the 
company’s office after Dec. 6, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THe RatLRoaD Gazette. Communica- 
tions for the attention of the Editors should be addressed 

EpiTror RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 

ess and completion of contracts for new works or 
portant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS _ | railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
cially annual reports, some notice of all of which will 

be published i 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 





THE RAILROADS AND THE POST-OFFICE. 


The report of the Postmaster General for the last 
fiscal year shows that 3114 per cent. of the receipts 
and 28% per cent. of the expenses of the department 
were absorbed by the payments to the railroads for 
transportation and postal cars, the sum being $11,411,- 
121. These payments were made for the use of 91,569 
miles of railroad, with an average service 1,131 times 
a year—little more than a mail each way 114 times 
daily—for which the average payment was 11.22 cents 
per mile. Many of these mails, of course, were enor- 
mous ones, weighing many tons, and a fair payment 
for these carried at passenger speed would be many 
times 1114 cents; but on the other hand many doubt- 
less consisted of a few light mail bags, so that we 
may not hastily decide that the Postmaster General’s 
claim that ‘‘ while some railroads may not be fully 
paid for the service they render, the great majority 
are overpaid.” The method of payment is such that 
charges are not proportioned to services, and when 
that is the case, some will always be overpaid, even if 
the average charge is too small. Almost the only 
complaints of inadequate payment have been from 
roads hauling postal cars and having immense mails. 
Roads with small mails and ordinary service seem to 
have been satisfied. 

The average payment per mile of railroad in the 
fiscal year was $125 (nearly). The average total earn- 
ings of these railroads in that year were about $6,- 
700, so that less than 2 per cent. of their income came 
from transportation of mails. 

The Post-office Department is not self-sustaining, 
but the reason of this is not because it pays much more 
than value for the service it gets, but because Congress 
has deliberately determined that the department shall 
perform certain services for the public at very much 
less than the cost could be made under any circum- 
stances. One of these services, which commonly 
passes without notice (especially by newspapers, 
which profit most by it) is the transportation of news- 
papers and periodicals. These, when mailed to regu- 
lar subscribers from the office of publication, are car- 
ried for two cents a pound to all parts of the country 
—$2 per 100 lbs from New York to San Francisco, 
3,300 miles, which is less than 114 cents per ton per 
mile for matter carried at express speed, together 
with services which, on the average in the depart- 
ment, cost two and a haif times as much as the trans- 
portation! But the transportation of newspapers, of 
course, is a much larger proportion of the whole ex- 
pense than the transportation of letters, each of 
which has to be handled more, while it weighs not a 
quarter as much. In revenue the contrast between 
equal weights of letters undthese newspaper mails is 
tremendous: there were 34,976 tons of this ‘‘ second- 
class” newspaper mail, which paid nearly $1,400,000 





postage, while the letters, which weighed not more 
than 16,350 tons, must have paid about $30,000,000. 

‘the Postmaster General does not complain of this, 
however, and it would probably be impossible to make 
any such change in newspaper rates as would bring 
them up to the cost of the service. What he does 
complain of is the comparatively new service of car- 
rying merchandise through the mails. ‘‘ Congress,” 
he says, ‘‘saw fit a few years since to make the Post- 
oftice Department a common carrier of merchandise ; 
and, moreover, it fixed the rates of transportation so 
low that the mere cost of handling this class of mail 
matier, to say nothing of its transportation, is unre- 
munerative.” And he says that no increase in this 
business can ever make it remunerative, because the 
cost of receiving, carrying and delivering is much 
more than the charge, though the latter is much 
higher on merchandise than on newspapers and peri- 
odicals sent from the office of publication. 

It seems that in this regard it is a mistake to charge 
the same rates for all distances, For letters this 
method answers very well, and for newspapers it is 
not so bad as for merchandise. In the case of letters 
the transportation is but a small portion of the total 
cost—but an insignificant proportion of the total re- 
ceipt. If we distribute the cost of transportation ac- 
cording to weight, even if we charge the whole cost 
of postal cars to letters, it could not have been more 
than 24 cent per letter, and nearly $13,000,000 of the 
$19,300,000 paid out by the department for transporta- 
tion was for carrying second, third and fourth-class 
matter, which yielded less than $6,000,000 of revenue. 
To make the same rates from Calais to San Diego as 
from New York to Brooklyn, on letters weighing half 
an ounce,on which the average cost of transportation is 
but 3g cent, is one thing; to charge the same for four 
pounds of muslin for the two distances is quite an- 
other. A few years ago whole sets of harness (piece 
by piece) were commonly mailed to Arizona and other 
places to which transportation by wagon or pack 
mule was very costly, and it was all one to the buyer 
whether he purchased in the nearest town or in Bos- 
ton. In Europe, where the mail parcel service has de- 
veloped to an extent entirely unapproached in this 
country, there is no attempt to make rates uniform 
for all distances, though there the countries are so 
very much smaller than this that such a system 
would be much more rational—or less irrational—than 
here. Even in the German Empire, where the govern- 
ment pays the railroad companies nothing for carrying 
the mails, the charges are by ‘‘zones”—so much for 
distances within 200 miles, so much for distances from 
200 to 400, and so on. This service may be made a 
very great convenience to the public, and if the gov- 
ernment will only charge as much as it actually costs, 
the railroads and express companies need not com- 
plain. But they have a right to complain if the traf- 
fic is taken from them by charging below cost, and 
saddling the deficit on the tax-payers, or even on 
other branches of the postal service. As itis, the let- 
ters appear to pay about half the cost of the other 
mails, not a quarter of their cost is covered by the 
postage on the latter, and the rest is paid from the 
other national revenues—that is, by taxes. It is, of 
course, questionable whether the government is justi- 
fied in going into the business of a common carrier of 
merchandise, at least where private enterprise has al- 
ready provided for the service; but we do not lay 
much stress on the argument of the impropriety of 
the government going out of its ordinary field. If 
the railroads and express companies cannot meet gov- 
ernment competition, that will be evidence enough to 
the public that the government is fit for the work. But 
a competition in which the government does work for 
less than cost and drives the carriers from the field, and 
levies on the tax-payers, including the carriers, to pay 
the cost, does not deserve the name and needs to be 
carefully guarded against. For the most unreason- 
able things of this kind, if they ‘are convenient and 
have become customary, it is almost impossible to put 
an end to. Such a mail parcel service as they have in 
Germany, if once introduced into this country (where 
it would doubtless cost scores of millions yearly), ina 
little while would be looked upon as indispensable, and 
though leaving an immense deficit yearly, could 
hardly be abolished.' The very newspaper rates in 
this country are an example, on a smaller scale, 
though not by any means on asmallone. Appar- 
ently; even with the present rates, the letter mai] may 
in time become so great as to cover the whole ex- 
pense of the Post-office Department, and then reform 
in the direction of making one branch of a service 
pay more in order to cover its own expenses will he 
practically impossible. But if that day shall ever 
come, it must be by checking the growth of the mer- 
chandise mail. It may well be that this will develop 








much faster than the:letter mail, and if so the deficit 





will never disappear, but will rather tend to increase. 

The Postmaster General says that there is and al- 
ways has been a disposition on the part of the railroad 
cerporations in dealing with the department to exact 
their own terms.” There have been very few cases, 
we believe, in which the corporations have had any 
power to exact anything, and in these cases the gov- 
ernment, or rather Congress, has usually exacted its 
own terms without the least regard to right and jus- 
tice. Rates per pound are fixed by law for ordinary 
mails; additional services, such as postal car accom- 
modation, were for years insufficiently paid for, and it 
was with the greatest difficulty that Congress could 
be induced to pay any attention to the subject. But 
no rate of payment on fixed or uniform terms for all 
roads can be just. Mail service, just like otker rail- 
road service, varies in cost and value, according to 
circumstances, and the payment should be adjusted 
somewhat in proportion. When the controversy con- 
cerning payment for postal car service was pending, 
the railroads asked that the fixing of the prices be left to 
arbitration. This was then done in England, in case 
the post-office authorities and the railroad companies 
could not agree (as they almost always did) on a 
proper rate of compensation, after negotiation in each 
case. This certainly is not exactly their own terms. 
The railroads are entitled to payment for mail service 
equal to what they receive for other service of equal 
cost, and if the government can show that they are 
getting more than that, it may properly ask that their 
charges be reduced ; but if the companies can show 
that they are getting less than that, they are justified 
in asking for more, and the Department in paying it, 
unless by competition among them or otherwise it can 
get the work done for less. Their competition, how- 
ever, could affect but a comparatively small part of 
the whole mail service, and they are not likely to offer 
to do this work for cost or less, as they frequently do 
other work. The result, we imagine, would not be as 
such a decrease of the expenses of the department 


as to cover any considerable part of the annual de- 
ficit. 








ACCIDENTS TO RAILROAD EMPLOYES. 


Unfortunately, the discussion of the cause and pre- 
vention of accidents of this kind, the probable number 
of which was indicated in an article in these columns 
last week, must, to a very great extent, be conducted 
in the dark. The records and statistics of them are so 
imperfect in this country that—as was shown last 
week—their number even can be estimated only ap- 
proximately. In some of the state reports, notably 
that of Massachusetts, some classification of the acci- 
dents is made, from which the relative number due 
to some of the different causes can be known, 
Thus, during the last ten years there 
were 410 employés killed and 551 injured in 
that state, or a total of 961. Of these 269, or nearly 
30 per cent., were injured in coupling cars; 228, or 28 
percent., by falling from trains; 127, or 18 per cent., 
by train accidents, and 73, or 714g per cent., by over- 
head bridges. The New York reports are not given 
insuch a way as to make it possible to tell what pro- 
portion of the deaths and of the injuries was due to 
those different causes. On the New York Central and 
on the Erie roads there were 843 employés killed and 
injured, of whom 389, or 46 per cent., were injured in 
coupling cars; 114, or nearly 1314 per cent., fell from 
cars or engines, and 33, or 4 per cent., were injured by 
striking bridges. 

On the Pennsylvania Railroad a careful record, 
kept for the five years from 1875 to 1879, shows that 
3446 per cent. of all those injured, including three 
killed, were hurt in coupling cars. 

The Ohio Railroad Commission in the report of 1880 
says: 

“‘ Forty percent. of those injured are injured in coupling 
cars;-7 per cent of the killed from the same cause. Sixteen 
per cent. of the killed also are killed by falling or being 
thrown from engines or trains. The persons upon whom in- 
jury or death thus falls are generally freight brakemen or 
yardmen. Some companies have stringent rules protectin 
this class, and when they have been vigorously enfor 
they have done much good. But, unfortunately, they are 
not enforced as they sbould be. Companies have not that 
incentive to enforce such rules that they bave in protecting 
passengers. The average lite of a freight brakeman is only 
ten years. Yet, knowing this, they become so innured to 
their daugerous calling as pecticali to take no reasonable 
precautions for their own safety, and in case of death or in- 
jury no liability falls upon the company.”} 

The two most prolific causes of accidents to railroad 
employés, it will thus be seen, are coupling cars and 
falling from trains. The figures given above indicate 
that from 50 to 60 per cent. of all the victims are in- 
jured in that way. 

It is, therefore, not surprising that attention should 
be given to the features in the construction of cars to 
which this terrible sacrifice of human life and awful 
amount of pain and suffering are due. Last year the 
Legislature of Massachusetts instructed the Board of 
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Railroad Commissioners of that state to investigate 
and report on ‘ the subject of freight draw-bars and 
couplings.” This special report is contained in the 
last annual report of that body. The Commissioners 
say that ‘‘the possibility of legislation by any one 
state is limited by the fact that its railroad cars are con- 
stantly meeting the cars of other states,” and that ‘‘ any 
legislation*hindering thé free exchange of freight cars 
would produce great confusion and injury to business.” 
They further say that ‘it is apparent that there are 
devices which will lessen the number of persons 
annually injured or killed while engaged in coupling 
freight cars,” and they ‘‘are of opinion that every rail- 
road providing itself with new freight cars should 
adopt some automatic coupler for these cars. * * * 
* It must not be forgotten that in ordinary cases of 
accidents to employés, no action lies against the com- 
pany; and this may be one reason why safety ap- 
pliances for the protection of employés are less speedily 
adopted than those which protect passengers.” The 
report closes with the recommendation—and this is 
the only practical measure proposed in it—that a bill 
be enacted ‘‘which shall require for cars newly bought 
or constructed by Massachusetts railroad corporatiuns 
for use in this state the Safford draw-bar, or 
some other automatic coupler.” Considering the 
high character of the work heretofore done 
by the Massachusetts Commissioners, all who are in- 
terested in this important subject must feel great; dis- 
appointment in their report. There is, in the first 
place, a great difference of opinion, among thcse whose 
experience and observation gives their views the 
greatest weight, with reference to the advantage of us- 
ingau automatic coupler, which the Commissioners 
recommend soconfidently. In the next place,the Safford 
draw bar as ordinarily made is not an automatic 
coupler, so that either the first or the last recom- 
mendation must be a mistaken one, 

The Legislative Assembly of the Province of Onta- 
rio last year appointed a select committee to inquire 
into this subject. This committee made a report 
which, with an abstract of the testimony taken, is 
given on another page. From that testimony it will 
be seen that one of the prolific causes of injury to men 
in coupling cars is due to variation in the height of 
draw-bars. The Massachusetts Commissioners them- 
selves say: ‘‘ Unfortunately there is a wide difference 
in the height of freight cars, although that difference 
has been greatly reduced since the convention of car- 
builders in 1870;” and yet they do not recommend 
that the draw-bars of ‘‘cars newly bought or con- 
structed in Massachusetts” shall be made of the 
standard height recommended at the convention re- 
ferred to. 

A year or two ago Mr. Leander Garey, Superin- 
tendent of Cars of the New York Central & Hudson 
River road, who gives great attention to the safety of 
trainmen in the design and construction of cars for 
that line, inquired of an intelligent brakeman whether 
he could suggest anything which would make coupling 
cars less dangerous. The brakeman suggested that if 
there were handles on the ends of cars over the 
draw-bars, so that a man could hold on to one of them, 
it would often prevent accidents. Mr. Garey acted 
on the hint, and now puts them on all box cars. Ina 
contract for several thousand cars just ordered for 
that line it is specified that ‘‘the end of the car, at left- 
hand centre, to be supplied with a double handle 36 
in. long.” Asamancan hold on to the brake shaft 
on the other side and at the opposite end of the car, 
the handles are put on one end only, so that when two 
of these cars come together there will be the handle 
on the one, on one side of the draw-bars, and the 
brake-shaft of the other on the opposite side, so that a 
man has something to hold on by, no matter from 
which side he couples. 

{In investigating the subject the Canadian committee 
issued a circular containing a series of questions re- 
lating to accidents to railway employés. One of them 
was: ** What do you consider the best meaus to pre- 
vent accidents arising from railway frogs?” Of 43 
answers, 37 recommended filling up the frogs with 
wood. From the report of the Massachusetts Com- 
missioners, no one would ever know that accidents in 
coupling cars were caused by railroad frogs. 

With reference, though, to the clear space which 
should be provided between the cars in case one or 
both of the draw-bars is broken, and also the size and 
arrangement of dead-woods, both reports are silent. 
As most or all of our readers know, one or two wood 
or iron blocks are attached to the ends of freight cars, 
the purpose of which is to have sufficient 
room for a man between them in case one or both of 
the draw-bars, or their attachments, should be broken 
when they come together, and a man is between them 
to couple. Even the commonest of common sense, it 
would seem, would dictate that the space thus left 


should be so wide that a man would not be crushed 
if a draw-bar or its attachments should be broken. 
Astounding as it may seem, though, many of these 
blocks are made so thin that a man between the cars 
is certain to be crushed if the blocks come together. 
Some of them are not over 8 to 4in. thick, thusleaving 
a clear space of only from 6 to 8 in. between them for 
a man’s body. Furthermore, in some cases of this 
kind and on cars with thicker dead-blocks, it will 
often be found that the space which is thus left, in- 
stead of being ‘‘ clear,” is encumbered with projecting 
nuts or bolts. the ends of the side sills, or, worse still, 
a cast-iron horn attached to the corner for fastening a 
rope or chain for horses or switching engines to move 
the cars by. 

Any one who will examine the cars used on the dif- 
ferent roads will discover that there are two distinct 
systems of dead-blocks in use—the one to be found 
generally on the Pennsylvania and the Erie roads and 
their connections, the other on the New York Central 
and the Chicago roads and their connections. The 
cars on the first-named lines have two blocks, gen- 
erally of cast iron, placed above and on each side of 
the draw-bars, with about 1/3 to 2 ft. space between 
them. The cars onthe latter lines have one block 
over the draw-bar, which is of about the same length 
as the distance between the two blocks. The conse- 
quence is that when two cars, one having double and 
the other single blocks, come together, if the draw- 
bar breaks the single block inter-locks between 
the two double ones, and if a man is _ be- 
tween the cars he will inevitably be crushed. 
At present it is a disputed point which system 
is the best, and certainly the question of their 
relative merits, so far as security to employés is con- 
cerned, is one on which an investigation like that of 
the Massachusetts Commission or the Canadian Com- 
mittee might be expected to shed some light; yet on 
it, as we said, they are both silent. Each system is in 
use on thousands of cars, and of those built every 
year it would be difficult to say whether there are 
more made with single or more with double dead- 
blocks. To alter the cars of either system to the other 
would cost hundreds of thousands of-dollars, and the 
evil of this diversity, although now enormously great, 
is increasing almost proportionately to the growth of 
the traffic of the country. Our statistics, owing to 
their meagreness and incompleteness, throw but little 
light upon the question of the relative advantages of 
the two systems. 

The record of the Pennsylvania Railroad already 
quoted from shows that in five years 2613 per cent. of 
the persons injured, and 4414 per cent. of those killed 
in coupling cars were caught between the dead-blocks. 
Over 30 per cent. of the injured were caught by the 
draw-heads. Unfortunately we have no similar record 
of accidents of that kind on a road which uses single 
dead-blocks. 

In the last column of Tabie II., published last week, 
the kind of dead-blocks used on the different roads 
named in that table is given. It will be noticed that 
in nearly all cases the roads which use the double 
dead-block have a high injury rate, and those which 
use the single block a low one. The Michigan Central 
road in 1880 is apparently an exception to this. It is 
not at all certain, though, that the coincidence of a 
low rate of injury with single dead-blocks, proves any- 
thing. The data upon which the table is based are en- 
tirely too incomplete to permit any certain deduction 
with reference to this poiut; nevertheless,they do em- 
phasize the question which has so long been awaiting 
an answer, whether double or single dead-blocks are 
the more dangerous to railroad employés. 

Although the figures in Table Il. may not be con- 
clusive with reference to this matter, they do never- 
theless suggest some rather awkward questions. If it 
be assumed that the New York Central, the Chicago 
& Northwestern and the Boston & Albany-have re- 
ported correctly, then the figures indicate that from 
three to four times as many employés are injured on 
the Pennsylvania, the Erie and some other roads than 
on the New York Central. Onthe Pittsburgh, Cincin- 
nati & St. Louis the disproportion is still greater. It 
may be said that the average trains on the New York 
Central and Northwestern were smaller than on the 
other lines, and therefore the number of employés in- 
jured in proportion to locomotives was less, propor- 
tionately. But in the state reports for 1879 the average 
weight of freight trains was given as follows: New 
York Central, 500 tons; Northwestern, 334;* Erie, 280; 
Pennsylvania, 36714 to 95614. 

{ {From the data given in 1880, the average weight of 
train, not including locomotive and tender, on the 
Pittsburgh, Cincinnati & St. Louis Railway is calcu- 
lated to be 367 tons. The explanation of the greater 








* This weight is estimated from the average number of cars in 
train and Gaborone lead oe teabh atten te epere ; 





rate of injury, therefore, cannot be found in the size 
of the trains. 

On the one hand, if we regard the subject on the 
assumption that more men, relatively, are injured on 
the Pennsylvania and Erie roads than on the New 
York Central and Chicago & Northwestern, then it 
might well be asked of the managers of the former 
why thisis so. If it is due to imperfect regulations or 
appliances, then a terrible responsibility rests some- 
where. If, on the other hand, the excessive injury on 
the Pennsylvania and Erie roads is only apparent, and 
seems so because the New York Central and North- 
western roads do not report all the injuries to their 
employés, then it my well be asked whether human 
flesh and blood are so little valued that the railroad 
officers need not trouble themselves to report how well 
or how ill they have protected it. 

No judgment is expressed as to where the responsi- 
bility, if any, lies; but the statistics we have given 
suggest some very urgent questions for the managers 
to answer, and inquiries for boards like the Massachu- 
setts and Cornecticut Railroad Commissioners to 
make, 

It may be said that the differance in the rate of in- 
jury on the various roads is due to the fact that some 
of them report the lesser ones, which are of little im- 
portance, more fully than the other roads do, 

Let us see how this is: the fullest report furnished to 
the State Engineer of New York is from the Erie road, 
and as more slight injuries are received in coupling 
and switching cars than in any other way, we will 
quote a dozen of them from those which occurred on 
that road in the order in which they are given in the 
State Engineer’s Report of 1879, omitting the killed, 
and also names and dates: 

“Right arm badly bruised and broken in two places, be- 
tween elbow and wrist.—Right leg badly bruised, but no 
bones broken.—Hand bruised and thumb broken.—Hand 
badly crushed, and afterwards amputated.—One finger of 
right hand crushed.—Right hand crushed; second finger 
amputated at middle joint.—Left leg badly bruised; leg 
amputated.—Left hand badly crusbed.—Right hand_in- 
eee through waist and slightly squeezed.—Left 
arm caught between the bumpers, breaking one of the bones 
below the elbow.—Arm bruised below the elbow (but no 
bones broken).—Right foot rnn over by stumbling in coup- 
ling; two toes amputated.” 

It is true that some of these accidents do not per- 
manently disable the victims, but our list sufficiently 
indicates the suffering which they entail, and certainly 
very few of them are regarded as unimportant by the 
victims. It is certain, too, that many of them would 
be prevented if improved and uniform methods of con- 
structing cars were employed. 

If the Commissioners of Connecticut in their investi- 
gation of the subject will try and bring about : 

1. A uniform height of draw-bar ; 

2. A clear space of not less than 12 in. between cars 
when the dead-blocks come together ; 

3. The use of a uniform system of dead-blocks ; 

4. The application of adequate handles between cars 
for men to hold on in coupling :; 

5. The use of links of uniform and sufficient strength 
and long enough to couple easily ; 
they will accomplish very much more than will 
be gained by rec) mmending the use of any special 
device. The objection to the legislation which the 
Massachusetts Commission recommends the *‘ General 
Court” to enact is, that once such a law exists, its 
tendency will be to lead all railroad companies into an 
easy contentment with things as they are, if they only 
conform to the requirements of the law. The merits 
of the draw-bar, the use of which it is proposed to 
make obligatory in Massachusetts, need not be dis- 
cussed here. It is favorably regarded by some railroad 
managers, while others think it has comparatively 
little vaiue. 

But besides the danger from coupling cars, railroad 
men are exposed to other risks almost or quite as 
great. It has been shown that nearly as many are 
injured by falling from trains as from coupling. To 
this branch of the subject the Canadian Committee 
devoted especial attention. The evidence will be 
exceedingly interesting and instructive, and will well 
repay reading. 

Some curious opinions were expressed. Some of 
those who testified said that it was the ‘ fresh hands” 
who were ‘usually injured. Other railroad officers 
ot great experience said it was oftenest the old hands. 
Nearly all who gave evidence were agreed that the 
running-boards of the tops of cars should be made 
from 24 to 36 in. wide and should extend from 6 to 10 
in. over the ends. There was great diversity of opin- 
ion about the use of railing on top of the car for the 
men to hold on by. It was indicated very plainly, 
though, that in Canada at least (and if report is true 
the same condition of things exists here) brakes on 
freight cars are very much neglected and are often 
out of repair. It was made plain from the evidence 
that brakes, ladders, hand-holds and running-boards 
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should always be carefully inspected, to see that they 
are in good order before cars are received on any road. 
Some testimony was given to show that the occupa- 
tion of a railroad employé is not aspecially dangerous 
one, but the matter which will probably attract the 
most attention was the recommendation of Mr. C. J. 
Brydges and others who appeared before the com- 
mittee that the braking of trains should be done by 
brake vans, asin England. If, as one witness stated, 
in bad weather the braking is practically done in this 
way now, owing to the difficulty men have of getting 
over the tops of cars, it is a strong argument in favor 
of Mr. Brydges’ suggestion, which, probably, at first 
view, will not commend itself to American railroad 
managers. It is certain though that the following 
recommendations, which they made, would, if en- 
forced, make the occupation of railroad employés less 
dangerous than it is now. Those referred to are: 


1. That all overhead bridges should be built so as have a 
clear space of at least 7 ft. from the top of the highest freight 
car to the lowest member of the bridge above. 

“2. That the running-board upon freight cars should be 
not less than from 24 to 30 in. wide, and extend as far as 
the"dead-wood of the cars will safely admit, so as to leave as 
little space as possible between the ends of the running- 
board on each car. : ; 

“3, That all frogs and wing rails on railways should be 
filled in with wood.” 


There is still another measure which, if carried out, 
will be certain to lead to greater security to railroad 
employés and immunity from accident. This is, that 
all railroad companies should be compelled under 
proper penalties to report all accidents to employés in 
detail as to circumstances and causes. Without such 
reports, it is impossible to know either the extent of or 
the remedies to apply to what is now incontestibly an 
evil of very great magnitude. 











The Southern Railway Association. 





The report of the Southern Railway and Steamship 
Association for the year ending with August last 
shows that the total shipments from the four North- 
ern cities, Boston. New York, Philadelphia and 
Baltimore, to the twelve Southern towns covered by 
the Association, and to all other stations of the West- 
ern & Atlantic and Selma, Rome & Dalton roads, was 
74,909 ions, yielding a revenue of $1,074,402. To 
one accustomed to the through shipments of the trunk 
lines on the Chicago roads these shipments seem very 
small. Shipments west out of New York alone over the 
trunk lines were nearly as great as this in two weeks 
of September or October last, and the eastward ship- 
ments of Chicago have two or three times been greater 
in a single week. But the traffic is very important to 
the roads engaged in it, and it does not include, be it 
remembered, shipments to the coast ciites, while the 
New York shipments west include those to all the 
large cities of the West. These shipments south- 
ward were nearly the same as the year before, and 
yielded nearly the same revenue. 

The chief traffic under the protection of the Associa- 
tion is the cotton shipped in the other direction, includ- 
ing what goes to South Atlantic cities. There wasa 
large increase in the amount of this and an enormous 
one in the revenues, as shown below: 


1880-81. 1879-80. Increase. P.c. 
Cotton, bales........0..00. 673,475 553,119 120,356 21.8 
RS a iicinn ooeentcance $1,430,307 $1,077,625 $352,682 32.7 


That the increase in revenue was so much greater 
than that in the number of bales is not due entirely 
to higher rates, but partly to the fact that a large part 
of it was shipped to northeastern and New England 
towns, much longer distances than the average. 

The average weight of bales is usualiy less than 490 
lbs. Counting it 500 this important freight amounted 
to 168,369 tons, which is not nearly equal to a week's 
through shipments eastward over the trunk lines. 
Cotton, to be sure, is but one_ staple, and the 
eastward shipments over the trunk lines include many; 
but cotton is, after all, almost the only staple shipped 
out of this part of the South. 

The chief cotton shipping points at which the busi- 
ness is pooled under the direction-of the Association 
are Augusta, Atlanta and Montgomery, whose aggre- 
gate shipments last year were 425,838 bales—63 per 
cent. of the total cotton business of the Association, 
Augusta alone having 29 per cent. Next to these there 
comes Macon, with less than 14,000 tons (55,304 bales), 
an average of about 414 car-loads daily. 

The roads in this Association carry Northern mer- 
chandise to stations on their lines from both the East 
and the West, and Northwestern products, such as 
flour, grain and provisions, reach them from both 
directions directly by rail over such lines as the Louis- 
ville & Nashville and the Cincinnati Southern, and by 
way of the North Atlantic sea-ports, usually by 
steamer thence to Savannah, Charleston, etc. The 
traffic coming directly from the Northwest is received 
almost entirely by the freight organization known as 


THE RAILROAD GAZETTE. 






[NOVEMBER 25, 1881 





this traffic, but there are agreed differences of rates 
by the two routes, adjusted so as to give the traffic of 
the coast cities, and of but few others, to the Atlantic 
cities and steamers plying between North Atlantic and 
South Atlantic ports. The Association compiled sta- 
tistics of the Green Line business entering the terri- 
tory of the Association during the nine months ending 
with August last, and found it to amount to 325,094 
tons, yielding a revenue of $3,021,885. This is about 
twice the amount of the cotton freight and more than 
twice the cotton revenue of the Association for the 
whole year. And it is true of the cotton country gen- 
erally, we believe, that more freight is brought into it 
than is sent out of it—very different, indeed, from the 
traffic currents of the Western agricultural districts. 

The Southern Association is, we believe, now 
thoroughly successful. It has passed through a great 
many difficulties, and for some years its objects were 
very imperfectly attained. Although the magnitude 
of the traffic it includes is small in proportion to that 
of many Northern roads, it is perhaps quite as impor- 
tant to the 10ads which carry it, manyof which now 
for the first time since the war seem to be enjoying 
reasonable prosperity. 

Traffic is not divided by the roads in this Associa- 
tion, but the earnings from it. The roads pay over to 
the Association a percentage of their receipts from al] 
traffic covered by their agreement, as security for ful- 
filling it. These payments have been regularly made 
during the year reported on, and balances promptly 
paid. The possession of this percentage of earnings 
gives the Association a power which it seemed never 
able to exercise until this provision was adopted. 





October Accidents. 





Our record of train accidents in October, given on another 
page, conteins brief accounts of 131 accidents, whereby 31 
persons were killed and 133 injured. Of these accidents 20 
caused the death of one or more persons, and 32 caused 
injury but not death, leaving 79, or 60.3 per cent. of the 
whole number, in which no injury to persons is recorded. 

As compared with October, 1880, there was an increase 
of i1 accidents, bit a decrease of 38 in the number killed 
and of four in that of injured. 

Altogether the comparison is not so unfavorable as has 
been the case with nearly all the months of the present 
year. 

These accidents are classed as to their nature and causes as 
follows: 


COLLISIONS: 
is sat ckeaedh eke kebhh Radda ea mee saende con 36 
II, vc .ccus stue anew tonebaerionts descebee bea vee 2 
i sds ane ida eR RAR bedded Ss odhiaknawe 


DERAILMENTS: 
UME accektecetsaced Gb vad, ad benaseernsseasesisraecnas 









Broken axle.... 
Broken truck. 
Broken car... 
Broken bridge. . 
Spreading of rails.. 
Land -slide 
Wind. 


SACRA SPIN MadeeNACREREe SEScebdebecebses ccsmeder 1 
DO UMMA aig css wdc abbeealen esc ceelemseate 1 
I arb cotigus -apsvengeredercnetsicsessesesscdaeas 10 
PR EESESSESSSSE a ge eee 9 
PUEMOSOLY, MISDINCOG BIUCD . 05.0.2 cc cccseccnsessicsbescess 2 
Wee I WIN 60 oie o.ais on6cicc sincccecoesecsensects 1 
NN III Fy 6:0 a h60 tice anc 6b c:aciseewsciscunapdie: as 1 
rb ct cet cdlted can is GbGS Abe eceean<4enddcick 34 

=aErge 

I IE sis ss insides Uk n ohn she 568s bea oKed RES SaBewces 2 

Cae CERO WPUNIEDS SUMNINI 6 5.c ca viv vies ceensntocansstenesst cee 1 

MOM no) Heine temas ae Sab MERa ee wie tena teAwenoneeeee 131 


Six collisions were caused by trains breaking in two; two 
by misplaced switches; two by failure to use signals prop. 
erly; two by runaway trains; one each by mistake in orders, 
by a car carelessly left on the main track and by a broken 
locomotive. 

A general classification shows 15 accidents caused by de- 
fects or failures of equipment; 8 by defects of road; 6 by 
the elements or the weather; 11 by accidental obstructions 
not readily to be seen or prevented by trainmen; four mali- 
ciously caused; 53 due directly to carelessness of manage- 
ment or defective discipline, and 34 unexplained. 

There were 59 of these accidents which happened in day- 
light and 55 at night, while in seven cases the time of day 
is not definitely fixed. Night seems to be the most probable 
time for accidents, but there are usually more in the day 
time. 

A division according to classes of trains and accidents is a3 
follows: 


Accidents : Collisions. Derailments. Other. Total. 
To passenger trains... ... 2 24 1 27 
To a pass. and afreight.... 12 ss he 12 
To freight trains........... 37 53 2 92 

ib cA uacied 51 77 “3 ‘131 

Casualties : 
ye Pere 18 12 1 31 
pg Serer er 52 V7 + 133 

ere 4 89 “5 ‘164 


The number of accidents is large, though smaller than 
that of September. No special cause can be found for the 
great number in the weather or circumstances of the month, 
although there were heavy rains in some parts of the 
West. The record, however, presentssome specially «bjec- 
tionable features. 

The number of misplaced switches is large, no less than 
nine derailments and two collisions having been caused in 
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dents of this kind could be lessened by strict discipline and 
prompt and certain punishment for this very pernicious form 
of carelessness ; that it is not so lessened is certainly not 
creditable to our railroad managements. 

There were no less than four successful attempts at train- 
wrecking. Inone case obstructions were put on the track, 
in another a rail was removed and in two more switches 
were misplaced. In only one case were the wreckers 
caugkt, and they are to be tried for murder, 4n engineer 
having lost his life in the wreck. 

Six broken bridges are in the record, an unusually large 
number, One of these had its abutments washed out; of 
the others we have no special information, except in two 
cases that they were small wooden bridges; nothiug as to 
their age and condition. 

For the year ending with October the record is as follows: 


Accidents. Killed. Injured. 

a, EOE OE Oe Oe ----145 40 165 
NE = Ss orrapesasset ceceaalasesets 135 29 141 
hee 5.5.4. 65008 tbh beds eee al 223 30 182 
DEM o5i0nc6< sccbetnlsabesveaneonce 149 27 253 
ME seid cdi sdeadiusiccan aeeseeee 113 38 177 
OS EERE ELIE SS 63 22 66 
MMe Si Get cusaclvaxe tose deca eemuunee 85 24 76 
Dice ceih Gnas Vedi sind sii ee bOieieeee 73 31 78 
ST sid ansignip harks shears <reieacenesin 102 38 122 
cee ETS EEL ee 129 31 37 
NII 5, 1:9 4:c-ae, bo Gsatni-nsiehnedereweis albeit 144 56 227 
MR eG 956,2 shoatéuce sate oe kicncia an 131 31 133 
haa cant tctncinahianuokeseil ,492 397 1,687 
Total, same months, 1879-80..... 953 280 1,002 
me 7 1878-79..... 886 182 685 


The averages per day were, for the month, 4.23 accidents, 
1.00 killed and 4.26 injured; for the year, 4.09 accidents, 
1.09 killed and 2.62 injured. 

The average casualties per accident for the month were 
0.237 killed and 1.006 injured; for the year they were 
0.266 killed and 1.131 injured. 

The averages per month for the year were 124 accidents, 
33 killed and 141 injured, against similar averages of 79 ac- 
cidents, 23 killed and 84 injured, in 1879-80, and 74 acci- 
dents, 15 killed and 57 injured, in 1878-79. 
this year is very large. 


The increase 








Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Burlington & Missouri River in Nebraska.—The Repub- 
lican Valley line is extended from Wymore, Neb., eastward 
to Table Rock, 31 miles. On the western end this line is 
finished fifty miles west of Culbertson, an extension of 34 
mniles. 

Chesapeake & Ohio.—This company’s Elizabeth, Lexing- 
ton & Big Sandy road is completed by laying track from 
Herat, Ky., to Ashland, 22 miles. 

Chicago, Milwaukee & St. Paul.—A spur has been com- 
pleted from Waterloo, Wis., to Portland, 2 miles. 

Chicago & Northwestern.—The Menominee River Branch 
is extended from Florence, Mich., west to the Brule River, 
41g miles. Branches are completed from Carroll, [a., south 
to Manning, 17 miles, and frem Carroll southwest into 
Shelby County, 35 miles. The James River Branch is com- 
pleted from Redfield, Dak., north to Ordway, 50 miles. 

Cumberland & Ohio Northern Division.—Extended from 
Taylorsville, Ky., southward to Bloomfield, 10 miles. 

Danville & New River.—Completed from Danville, Va., 
westward to Cascade, 22 miles. 

East Tennessee & Western North Ca rolina.—Completed 
from Johnson, Tenn., east to Elizabethton, 7 miles. 

Galveston, Harrisburg & San Antonio.—Extended from 
Sabina Creek, Tex., west by north to Uvalde, 11 miles. 

Greenville, Columbus & Birmingham.—Extended from 
Stoneville, Miss., east to Johnsonville, 32 miles; also a 
branch completed from Stoneville south to Arcula, 12 miles. 
Gauge, 3 ft. ‘ 

Indiana, Bloomington & Western.—On the Ohio Exten- 
sion track is now laid from Indianapolis, Ind., eastward 
miles. 

Kansas Central.—Extended from Garrison, Kan., west to 
Clay Centre, 22 miles. Gauge, 3 ft. 

Lehigh Valley.—The Clinton Branch is completed from 
the junction with the main line to Clinton, N. J., 3 miles. 
Sabine & East Texas. — Extended from Pine Island 
Bayou, Tex., northward to Village, 29 miles; also from 
Beaumont scuth to Taylor’s Bayou, 16 miles. 

Sioux City & Pacific.—The Nebraska Division is extended 
from Atkinson, Neb,, west by north tu Long Pine, 18 miles. 
State University.—Track laid from University station, 
N. C., to New Hope, 6 miles. 

This is a total of 40814 miles of new railroad, making 
6,649 miles this year, against 5,342 miles reported at the 
corresponding time in 1880, 3,150 miles in 1879, 1,947 miles 
in 1878, 1,945 miles in 1877, 2,102 miles in 1876, 1,150 
miles in 1875, 1,656 miles in 1874, 3,350 miles in 1873 and 
6,311 miles in 1872. 
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THE DIFFERENCES IN RATES TO AND FROM NEW YORK, 
PHILADELPHIA AND BALTIMORE, Mr. Vanderbilt suggests, 
in an interview which we publish elsewhere, might be set- 
tled by reference tu the merchants of those cities, as repre- 
sented by their commercial exchanges, This seems to us a 
very goodsuggestion. The interest of a railroad and of 
the merchants at its terminus are almost identical so far 
as this -question is concerned, though the merchants’ 
may well be the greater, because the destruction 
of a certain branch of traffic at one port might utterly de- 
stroy a merchant’s business, while it would deprive the rail- 
road of but a part of its business, and perhaps a small part. 
But of course a settlement could be made by the 








this way. It does certainly seem as if the number of acci- 


three exchanges by the railroad companies them 
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selves, only by mutual agreement; and if the ques- 
tion is left to them, it miust be with the assurance 
that they will come to some agreement on a basis of 
rates within a reasonable time; that is, they must not keep 
up the railroad war indefinitely pending their negotiations. 
Certainly an experiment of this kind is well worth trying, 
if there is any prospect of thus reaching an agreement, for 
the differences would then be determined by the very per- 
sons most affected by them, and who best know just how 
far the traffic is influenced by the differences in 
rates. And if their discussions and arguments were 
put on record, even an unsuccessful attempt to determine the 
differences would have great value, as it would be likely to 
expose all the facts affecting the cost of exporting by differ- 
ent ports, which now are imperfectly known. 

The greatest difficulties we have now in determining the 
effect of the agreed differences of 1876 (8 and 2 cents 


less per 100 Ibs. to Baltimore and Philadelphia) 
is our ignorance of the actual rates at which 
grain has been carried to the _ several places: 


for we must remember that during most of the time since 
1876—since 1877, at least—rat:s have been irregular, and it 
is impossible to say what differences were actually maintained 
at such times. Thus the fact that the distribution of grain 
has been satisfactory (or unsatisfactory) during this period 
does not prove that the agreed differences were proper (or 
improper). 














CaicaGo RaIL SHIPMENTS Eastwarp for the week end- 
ing Nov. 12 were 51,949 tons (reported as 40,255 by the 
Chicago Board of Trade). Of the total actual shipments 
8.7 per cent. went by the Chicago & Grand Trunk, 28.1 by 
the Michigan Central, 28.5 by the Lake Shore, 20.5 by the 
Fort Wayne, 10.2 by the Pan-handle, and 4 percent. by the 
Baltimore & Ohio. These shipments were 1,281 tons less 
than in the week ending Nov. 5, but about one-fourth 
greater than in the corresponding week of last year. 

For the several months of the year the rail shipments 
from Chicago have been, for three successive years: 








1879 1880. 1881. 

RE ee eee 192,512 163,378 263,872 
pT ee ore 198,541 166.541 204,331 
Pircascs<s ‘corabceesienee 258,458 18,983 212,021 
Wc. 5 ss ccancterezaono 298,042 186,543 275,417 
| RN re 280.355 125, '57 171,432 
SN i cccavesiedhene teh kamen 260,234 223,977 242,463 
ME cxccwn ace 145,788 160,187 °59,253 
August.... . 162,263 169,314 260,608 
September. 134,141 151,464 265,414 
October........ 193,976 179,466 258,674 
November 168,274 SS ee 3 
December 179,154 en 

Ot... .. scassenee 2,471,738 2,309,640 2,413,485 


The full report> for a few days of last week indicate that 
the shipments we e then less than 50,000 tons, and the 
total Novembe, stipments seem likely to be less than 
210,090 tons—not as much as last year in November. 
Hitherto, however, the rail shipments have been very much 
greater this year than last—44 per cent. more in October, 
74 per cent. in September, 54 per cent. in August, and for 
the ten months ending with October 2,413,485 tons, 
against 1.845.010 in 1880 and 2,124,310 in 1879—an in- 
crease of nearly 25 per cent. over last year, and of 13% per 
cent. over 1879. 

For the week ending Nov. 19, the Chicago Board of Trade 
reports the shipments billed from the city to have been 
41,771 tons, of which 4,093 tons were flour, 26,491 grain, 
and 10,883 provisions. The total is nearly the same as it 
reported for the previous week. These shipments are by no 
means small, but are smaller than before since the low 
rates were made. Of the total the Chicago & Grand Trunk 
took 7.2 perc mt., the Michigan Central 26.1, the Lake 
Shore 30.4, the Fort Wayne 20.3, the Pan-handle 13.6, and 
the Baltim: r- ¢: Ohio 2.4 per cent. 








THE LONDON METROPOLITAN RaIvway, which has some- 
thing more than half of the mileage (143{ miles) of the Lon- 
don underground road, in the first half of 1881 had 46 loco- 
motives and 216 cars, and the locomotives ran on the aver- 
age 13,124 miles each in the half-year and earned $29,380. 
The average earnings per car were $6,090. The Metropol- 
itan District Company, which owns the other part of the 
circular underground line (12%{ miles) had 36 locomotives 
and 242 cars. The average distance run per locomotive was 
12,966 miles in the half-year, and the average earnings 

25,040 per locomotive and $3,940 per car, while the earn- 
ings per train-mile were $1.70, and the expenses 74 cents. 
The engines used weigh about 100,000 lbs., and the trains, 
unlike our elevated railroad trains, are large. 

The train mileage of the Metropolitan in the half-year was 
825,069 miles, of the Metropolitan District, 582,763 miles. 
This gives an average of 155 trains each way daily over the 
whole road on the former and 1260n the latter. Buta very 
jarge proportion of the trains does not pass over the whole 
roa:l, and some over only very short sections of it, so that 


parts are very, very much more crowded than these figures | p, 


would indicate. At onetime there were 440 trains each 
way daily over the Metropolitan Elevated in New York. 
Part of the London road has four tracks. Trains of each 
company use the road of the other, that is, trains of both run 
from one end to the other of the two connecting lines, which 
as yet do not quite make a circle, though the disconnected 
termini are now but a very short distance apart. 

There isa considerable freight traffic over these roads, Of 
the entire train mileage in the first half of 1581 11 per cent. 
on the Metropolitan and nearly 8 per cent. on the District 
are by freight trains, and the total freight train mileage on 


them would by itself make a very fair traffic—equivalent to | orders, 


14 trains each way daily over the entire length of both 
roads, 


thqugh the lakes and canal are still open, and may be for a 
week longer. In the latter part of last week only one ves- 
sel a day wes cleared with grain from Chicago, and there 
have been no clearances at Buffald this week of canal boats 
laden with grain bound through to New York. For the 
canal it has been a very bad season, though the complaints 
of the boatmen have not been nearly so bitter and common 
as they have been in some years previous to 1880, the cause 
for which we imagine to be a greater amount of freight other 
than grain and bearing higher freights. The grain business 
certainly cannot have been satisfactory; we believe there 
has never before been a season when the rates on grain 
averaged so low; and since July the boats have been almost 
entirely deprived of the west-bound merchandise which they 
have obtained when rail rates were maintained, and which, 
though not very large in amount, pays much higher freights 
than graiu in the other direction, or other ordinary canal 
freight. 

Lake rates, though rail rates were as low as ever before, 
did not sink quite so low as in 1878 and 1879, and until Oc- 
tober thay average was probably higher than in any other 
season of @ ilroad war. But there has never before been a 
fall whe14¥sy were so low as they have been since Septem- 
ber, and tor years the lake shipments have not been so small 
at this time of the year, when usually there is great 
demand for all craft in order to forward as much as 
possible before navigation closes. This will bring down 
the average rate of the season materially. There was 
an unusual amount of freight for vessels going up 
the lakes from Buffalo (chiefly coal), and the rates 
on coal were much higher than usual—averaging, we should 
say, three times as high. It is probably for this reason that 
the vessel interest has seemed very well satisfied. At least 
there were very few complaints until October, when the 
vessels are accustomed to obtain two or three times their 
summer rates, but this year did not get as much. 








Mr. Vanderbilt on the Railroad War. 


In an interview with a reporter of the New York Tribune 
last Tuesday evening Mr. Wm. H. Vanderbilt is reported to 
have said : 

‘There is no doubt that the railroad war is a very foolish 
thing; but it is difficult to pick out the fools. Perhaps I am 
one of them; there may be otheis. I have studied this rail- 
road matter pretty thoroughly and I am notsure that the 
railroad managers should settle th's question of 
differential rates between the different cities on the sea- 
board. Of course the railroads are vastly interested in the 
settlement of these rates, but what affects us affects the 
whole community. We have done whut we could with the 
railroads, and the question is not decide 1. Why should not 
the community, which hasa deep interest in it, have a voice 
in determining this problem? If the railroads cannot agree 
upon the fair difference of rates between Baltimore and 
Philadelphia and New York, let the business men and the 
boards of trade say what advantages should be given and 
taken. The Central and the Erie now are fighting bitterly 
for the supremacy of this city. Ought not the city, the 
business men, to take some interest in the struggle ? At any 
rate the railroads cannot prolong the fight forever; they are 
paying heavily for it now. 

** But however this question of differential rates may be 
settled, one thing is certain: That next time it must be set- 
tled for a long time; there must be no agreement merely to 
be broken. The differences in favor of Baltimore and 
Philadelphia have been reduced many times since we first 
made the agreement. Butthey have not been observed very 
well at any time, aud there is no use for any one to deny it. 
We know it, and have had to meet the rates of the other 
roads. I want that sort of thing to cease; 1 want a fair and 
an open rate. I have no objection to fighting a bankrupt 
road, if you please. All I ask is that shippers should give a 
solvent road the preference over a bankrupt road at the 
same rates. Thatis not too much to ask, and it ought to 
be perfectly fair. One thing, at any rate, iscertain: That 
fair, open rates must be made the basis of any agreement 
that may be made.” 








@eneral QRailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
Richmond & Petersburg, annual meeting, at the office in 
Richmond, Va., Nov. 29, at noon. 
Charlotte, Columbia & Augusta, annual meeting, in Co- 
lumbia, 8. C., Dec. 7. 


Railroad Conventions. 

The Railway Conductors’ Life Insurance Association of 
the United States and Canada will hold its annual meeting 
at the St. Charles Hotel, in New Orleans, beginning at 10 
a. m. on Dec. 7. The meeting will last probably two days. 


Dividends. 
Dividends have been declared as follows: 
Delaware & Hudson Canal Co., 11% per cent., quarterly, 
payable Dec. 10, Transfer books close Nov. 26. 
— Columbia & Augusta, 3 per cent., payable 


Wilmington & Weldon, 3 per cent., semi-annual, payable 
ec. 14 


Union Pacific, 1% per cent., quarterly, payable Jan. 2. 
Transfer books close Nov. 30. 

Lehigh Coal & Navigation Co., 2 per cent., payable Dec. 
8. Thisis the first dividend paid by this company since 
Sept. 2, 1876. 

A coal-boat rise in the Ohio took out from Pittsburgh on 
Nov. 19 boats carrying 2,052,000 bushels of coal, of which 
1,618,000 bushels were for Louisville and 434,000 for Cin- 
cinnati. Up to noon of Nov. 21 there had been sent out 
9,909,000 bushels, 6,547,000 for Louisville and 3,362,000 
for Cincinnati. 

The business of the Connellsville coke region is seriously 
embarrassed by want of cars. It is said to be almost impos- 
sible for the coke works to get the cars they to fill their 
especially for Western points. 


- Foreclosure Sales. 








The Washington & Ohio road is to be sold at Alexandria, 


LAKE AND CANAL SHIPMENTS are practically at an end, 


Va., Jan. 31, 1882, under a decree of foreclosure grauted 
by the Virginia Circuit Court. The road was originally the 
Alexandria, Loudoun & Hampshire, and was reorganized 
under the present name after the war. It exteads from 
Alexandria to Round Hill, 5134 miles, and by the last re- 
port had a funded debt of $387,300. 


International Road-Masters’ Association. 


Pursuant to the adjournment in Cincinnati last summer, 
the annual meeting of this Association should have been held 
at Cleveland, O., Nov. 16. At the appointed time, however, 
very few members of the Association had arrived, and no 
quorum been present the meeting was not held. No action 
as to adjournment was taken by the few who were present. 


Railway Passenger & Freight Conductors’ Mutual 
Aid & Benefit Association. 


The annual meeting of this Association began in the 
Grand Pacific Hotel, Chicago, Nov. 16, with a large attend- 
ance, Vice-President Laughlin in the chair. President 
Sherwood being absent on account of sickness, his annual ad- 
dress was read. He alluded tothe prosperous condition of 
the Association, now in its cighth year. A portion of the 
address was devoted to a consideration of the old style of 
insurance companies, with high prices and salaries, and the 
newer protection societies, where but low premiums were 
— This organization had been a greater success than had 

en expected, but the next generation would rea}, the full 
benefits of it. 

The Committee on Credentials reported a full attendance 
of delegates. 

At the afternoon session Mr. W. 8. Sears, of the Michigan 
Central, made a short address of salutation, after which 
Secretary and Treasurer Charles Huntington made his an- 
nual report, which was unanimously adopted.. The reports 
showed the receints of the year to have been $51,266.95; the 
losses and disbursements, $50,856, and a balance of 
$1,248.62. Since the organization of the Association, in 1874, 
the total disbursements have amounted to $148,472. After 
a very protracted discussion on the subject, the convention 
voted to authorize the old board of directors to reopen the 
J. H. Thirkell case with power to act, and instructions to re- 
port the results of their investigation to the convention. It 
was they decided to telegraph the condolence and sympathy 
of the convention tothe President of the Association, Mr. 
James G. Sherman, of the Michigan Central, who was ill at 
his home in Detroit. 

On the seco .dday several additional delegates were pres- 
ent. The President appointed the following delegates a com- 
mittee to arrauge the New Orleans excursion: Messrs. 
Thomas P. Robb, K. M. Mountz, C. A. Davidson, F. F. Kent, 
T. B. Gordon, G. Newton and Johu Cooper. 

Then followed a lengthy «wiscussion regarding a revision 
of the constitution, and a few unimportant changes were 
made. A motion was made tochange article 4 so as to make 
it read: ‘* No person shall be eligible to membership in this 
Association who has passed the age of 50 years,” instead of 
55 years, which, after some discussion, was lo t. 

The afternoon session was commenced with Second Vice- 
President E. A. Ladd in the chair. The convention at once 
proceeded to the annual election of officers and board of 
directors. 

Mr. W. S. Sears was chosen to deliver the annual address 
next year. After passing the usual votes of thanks, Vice- 
President Laughlin made a farewell address and the conven- 
tion adjourned. 

In the evening the delegates attended a concert by special 
invitation, and the next day a number of them started on 
an excursion to New Orleans. 


New York, Pennsylvania & Ohio Road-Masters’ 
Meeting. 


The annual meeting of the road-masters of the New York, 
Pennsylvania & Ohio road was held at Chief Engineer Lati- 
mer’s office in Cleveland, O., Nov. 15. The subjects for dis- 
cussion were announced by Mr. Latimer some time ago, in 
the following circular: 

“To Road-Masters.—The annual meeting of road-masters 
will be held at the office of the Chief Engineer, Cleveland, 
Ohio, on Tuesday, Nov. 15, 1881, at 10 o’clock a. m. 

* Each road-master will be expected to have a paper on 
three of the following questions, and be prepared to discuss 
all of them. 

“1. Safety of Trainmen and Switchmen—What do you 
consider the best method or device for the prevention of ac- 
cidents to trainmeu and switchmen by catching their feet at 
guard rails, frogs and head blocks ? 

“2. Cattle Guards—Give your views as to the best mate- 
rial to use, and best form of construction of cattle guards. 
Give estimate of cost. 

“3, Grade Crossings—What in your opinion is the best 
material to use, and best form of construction of grade cross- 
ings ? 

“4. Hand Cars—Do you consider the hand cars now in 
common use on th’s1oad, good? Are they repaired prompt- 
ly when sent to shops? What is the proper length for a 
hand-car? What should be the distance between centres of 
wheels ? 

“5, Nut Locks—From your present experience, what do 
you consider the best nut lock ? 

“6. Split Switches—At what point should the moving rails 
of a split switch take the weight of a passing train? Should 
the rods be all the same length? What should the length be 
for a gauge 4 ft. 81¢ in. with rail base of 4 in. 

“7 Switch Stands—Would it be advisable to have the 
crank of a switch stand point upwards ? Why ? 

**8, Washers—What thickness of iron wasber would you 
advise to be placed between the nut and wooden washer / 

“9, Miner’s Switch—Give your opinion of Miner’s pat- 
ent switch attachment ? 

“10. Tools—Give your views as to the best form of tools 
for raising track when ballasting: for breaking and remov- 
ing ice from under bridges ¢ What do you consider the best 
fornia of track gauge, and what materials should it be made 


? 

“11. Fire—What is the bast and most economical way to 
keep the right of way so as to prevent as much as possible 
fences burning and fires spreading? How many feet cf 
fence have been burned on each subdivision during the past 
season ¢ 

12. Fences—Are the wire fences now bein 
tory? Are the wires close enough to turn all 
How many wires should 
the wires be placed ? 

*-13. Frogs—Are spring rail frogs as safe in winter as the 
rigid ones? Do you consider it proper to use plates under 
rail frogs? How would you construct a spring rail frog so 
that it should be in all respects as safe asa rigid one ? Give 
reasons for your views ? 

“14, Nuts—Give your views as to the proper size and 
shape for a nut, and what you consider the best standard to 
adopt? Give reasons for your opinions, 

‘15. Spacing Ties under Steel Rail—What condition of 
road-bed, as affected by the weatber, should limit you as to 


used satisfac- 
inds of stock? 
used? How far apart should 





time of spacing ties under new steel rail ? 

“16. Relaying Steel Rail—In relaying steel rail teken 
from third rail track, would you place it same as it was 
in the third rail track, or would you reverse it so that the 
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former running side would be on the outside, thus presenting 
the strong side of the head to the flange of the wheels? 
Would you make any difference on curves or tangents ? 
Give reasons for your views. 

‘17. Joints—Do you consider we are using a first-class 
joint? What improvements would you suggest? Do you 
consider it advisable to make any change? State your rea- 
sonsin support of your opinion. How would you over- 
come the d vantage of having inferior bolts, that could 
not be tightened in a steel rail joint 7” 

The meeting was catled to order at 10 a. m. by Mr. Lati- 
mer. There were ge T. G. Armstrong and E. Collopy, 
First Division; John Newham, Second Division; H. Bur- 

and M. J. McInarna, Third Division; D. Ryan, Fourth 

ivision; P. Bowen, Franklin Branch; P. Collopy ard R. 
French, Mahoning Division. Joseph Newham, the other 
road-master on the Second Division, was absent on account 
of sickness, 

All present expressed their views fully on the subjects be- 
fore the convention. Among the interesting papers read 
were those of Mr. Thomas Armstrong and Mr. M. J. McIn- 


na, 

At 5 o’clock an adjournment was effected in order that 
the convention in a body might visit their late President, 
Mr. J. H. Devereux. At his office a cordial welcome was ex- 
tended the visitors. Mr. Devereux, in receiving his visitors, 
made a brief speech, in which he referred to the close rela- 
tions which had existed between himself and the road-mas- 
ters, the cordial support he had always received from them, 
and the regret he felt at parting. 

At 7 o’clock the road-masters again met to finish their lab- 
ors. Final adjournment was had at 10.15, after a very sat- 
isfactory meeting. 








ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio.—At the annual meeting in Baltimore, 
Nov. 21, the old board was unanimously re-elected, as fol- 
lows: Wm.F. Burns, Robert Garrett, John Spear Nicholas, 
John Gregg, William W. Taylor, Samuel Kirby, James 
Carey Coale, G. A. Von Lingen, Decatur H. Miller, Joshua 
@. Harvey, George W. Dobbin, Henry C. Smith. 


Carolina Central.—The board of directors has been re- 
organized, and i; now as follows: Jobn A. Oates, Charlotte, 
N. C.; James A. Leak, Wadesboro, N. C.; D. R. Murchison, 
Charles M. Stedman, Wilmin ton, N. C.; R. 8. Tucker, John 
C. Winder, Raleigh, N. C.; W. W. Chamberlain, Norfolk, 
Va.; R. C. Hoffman, Jobn M. Robinson, Baltimore. 
Chicago & Grand Trunk.—Mr, Ralph Brownell is ap- 
_ Assistant Engineer, with office at Battle Creek, 
ich. 


Chicago & Northwestern.—Mr. Charles H. Knapp is ap 
pointed Division Freight Agent of the Chicago, Milwaukee 
& Northwestern Division, in place of Charles V. McKinlay, 
resigned. 


Chicago, Burlington & Kansas City.—The directors of 
this company are: John B. Lyon, Chicago; James F. Joy, 
Detroit; W. W. Crapo, W. J. Rotcn, New Bedford, Mass. ; 
J. N. Denison, Wm. Endicott, Jr., Sidney A. Kent, Elijah 
Smith, Prosper W. Smith, Boston. 


Chicago, Burlington d Quincy.—General Manager Potter 
has issued the following « ircular relating to the lines west of 
the Missouri (the Burlingtou & Missouri River in Nebraska): 

“Mr. G. W. Holdredge, General Superintendent, will 
have direction of the business affairs of this company, with 
headquarters in Omaha He will attend to the business con- 
nected with the General Manager’s office. Heads of depart- 
ments will report to him. r. Geo. H. Harris, General 
Freight Agent, will be second in command.” 


Chicrgo, Streator & Bloomington.—The directors of this 
new company are: F. Plumb, John B. Plumb, Nelson Plumb, 
Streator, Ill.; Jay Baker, A. E. Tyler, Bloomington, IIL ; 
= = Buell, Rochester, N. Y.; George Trumbull, New 

ork, 


Cleveland, Tuscarawas Valley & Wheeling.—Mr. Wm. 
Thornburg is appointed Superintendent. He was recently 
on the Obio Central road. 


Columbia & Greenville.—At the annual meeting in 
Columbia, 8S. C., Nov. 17, the following were chosen: 
President, R. L. McCaughrin ; directors, Hamlin Beattie, 
a Bryan, W. P. Clyde, James Conner, James Cothran, 
W. A. Courtney, James H. Dooley, A. C. Haskell, T. M. 
Logan, Wm. H. Palmer, Frederick R. Scott, H. C. Suber. 
The road is controlled by the Richmond & Danville. 


European & North American.—At the annual meeting in 
Bangor, Me., the following directors were chosen: Sprague 
Adams, N. C. Ayer, 8S. H. Blake, H. N. Fairbanks, iam S. 
Ricker, Charles P. Stetson, Thomas J. Stewart, F. A. Wil- 
son, Noah Woods. The board re-elected Noah Woods 
President and Treasurer; F. W. Cram, Superintendent; J. 
F. Leavitt, Clerk and General Passenger Agent. 


Fitchburg.—Mr. W. I. Fox has been appointed Train- 
Master of the Vermont & Massachusetts Division, with 
office in Springfield, Mass. Mr. Fox was recently Yard- 
master on the Troy & Greenfield road. 


Illinois Midland.—Mr. E. D. Frost is “4 Hee General 
Superintendent, with office in Terre Haute, Indiana. 


Indianapolis Belt.—Mr. E. A. Cooper bas been appointed 
Superintendent, in place of Albert Scott, resigned. 


Hannibal & St. Joseph.—The new board has elected the 
following officers: President, William Dowd; Vice-President, 
John K. Duff; Secretary, John A. Hilton; Treasurer, 
Walter J. Hilton. 


McComb, Deshler & Toledo.—Mr. Ira B. Conine has been 
appointed Receiver of this short Ohio road. 


Milwaukee, Lake Shore & Western.—The Milwaukee 
News and Republican says: ‘‘ The sapeemense on the Mil- 
waukee, Lake Shore & Western road have now been defi- 
nitely decided upon. Mr. Donahue, until now Assistant Su- 

erintendent of the road, will take the position of Superind- 

ndent, while Mr. Hayden, until now Train Dispatcher, will 
at anearly diy tak; tae position of Assistant Sup>:rintend- 
ent of the Southern Branch of the road, while Mr. Dave 
Curtis, until recently conductor on the Chicago & North- 
western road, between Milwaukee and Fon du Lac, will take 
charge of the Northern “Division of the road, with head- 
quarters at Oshkosh. Mr. Curtis is one of the best known 
railroaders in the state, having been engaged with Wiscon- 
sin roads during the greater portion of his life. Mr. Dona- 
hue was concerned in the construction of the old Sheboygan 
& Fond du Lac road, and made quite a reputation at that 
time asa railroader. 

“*Mr. Harry Reed, until now Assistant Train Dispatcher, 
will go in as Train Dispatcher of the road. A number of 
other unimportant changes in several of the other depart- 
ments will also go into effect soon.” 


Naugatuck.—At the annual meeting in re, Nov. 
16, the following directors were re-elected: E. F. Bishop, 


W. D. Bishop, R. Tomlinson, — Conn.; R. M. 
Bassett, Derby, Conn.; Frederick J, Kingsbury, Waterbury, 
Conn.; J. G. Wetmore, Winsted, Conn.; H. Bronson, J. B. 
Roberson, New Haven, Conn.; A, L. Dennis, Newark, N. J. 
The board re-elected E. F. Bishop President; Horace 
Nichols, Secretary and Treasurer; Samuel Wilmot, Auditor; 
George W. Beach, Superintendent. 


New York, Pennsylvania & Ohio.—At a meeting of the 
board held Nov. 17, in Cleveland, Robert Harris and C, C. 
Waite were chosen members of the Executive Committee in 
place of P. D. Cooper and S. L. Mather. Mr. Harris is 
Vice-President and Mr. Waite Assistant to the President of 
the New York, Lake Erie & Western. The Executive Com- 
mittee now consists of Messrs. Jarvis M. Adams, John Tod, 
J. F. Clark, Rovert Harris and C. C. Waite. 

The following circular from General Manager P. D. 
Cooper is dated Nov. 21: ‘Mr. J. M. Ferris, Superintend- 
ent of the Mahoning Division, has, in addition to his 
present duties, been appointed Superintendent of Transpor- 
tation of this company’s lines. He will have the charge and 
direction of the freight and passenger equipment of the road. 
His orders will be obeyed and respected accordingly. 

‘*Mr. N. F. Wood has been appointed Assistant Superia- 
tendent of the Mahoning Division.” 


New York, Lake Erie & Western.—Mr. W. B. Coffin is 
appointed Superintendent of the Western Division (Hornells- 
ville to Dunkirk) in place of Mr. JohnS. Beggs. It is under- 
stood that Mr. Beggs will remain in the service of the com- 
pany. Mr. Coffin has been Road-Master of the Susque- 
hanna Division. 

The Buffalo & Southwestern road, heretofore attached to 
the Western Division, has been made a separate division, as 
the Buffalo & Southwestern Division, Mr. Charles A. Brunn 
is made Superintendent of the new division. 


Old Colony.—At the annual meeting in Middleboro, Mcs3., 
Nov. 22, the following directors were chosen: Charles F. 
Choate, Cambridge, Mass.; Frederick S. Ames, Easton, 
Mass. ; John J. Russell, Plymouth, Mass.; Royal W. Turner, 
Randolph, Mass.;: George Marston, New Bedford, Mass. ; 
Samuel S. Crocker, Taunton, Mass.; Thomas J. ‘Borden, 
John E. 8. Brayton, Fall River, Mass.; Elisha W. Willard, 
Newport, R. I.; Samuel C. Cobb, Uriel Crocker, Francis B. 
Hayes, Boston. 


Port Royal & Augusta.—At the annual meeting last week 
the following directors were chosen: D. C. Wilson, Beaufort, 
8. C.; John W. Greene, Augusta, Ga.; J. J. Gresham, Ma- 
con, Ga.; George 8. Owens, W. G. Raoul, William M. Wad- 
ley, Savannah, Ga.; D. F. Appleton, H. H. Boody, Adrian 
Iselin, New York. A majority of the new directors are con- 
nected with the Central Railroad, of Georgia, Mr. Wadley 
being President and Mr. Raoul Vice-President of that com- 
pany. 

The board subsequently elected W.G. Raoul President; 
Edward McIntyre, Secretary and Treasurer. 


Richmond, Fredericksburg & Potomac.—At the annual 
meeting in Richmond, Va., Nov. 16, the following were 
chosen: President, J. P. Brinton; directors, John 8S. Black- 
burn, Isaac H. Carrington, Charles Chauncy, A. Sidney 
Biddle; Secretary and Treasurer, J. B. Winston. Dr. L. B. 
Anderson is state director. 


Springfield & Memphis.—The officers of this company are: 
Presi ent, George H. Nettleton; Treasurer, Charles Mer- 
riam, Boston; Secretary and Assistant Treasurer, J. 8S. 
Ford, Kansas City, Mo. This is the company which is 
building the Kansas City, Ft. Scott & Gulf’s extension to 
Memphis. 

Tennessee & Sequatchie Valley.—The officers are: Presi- 
dent, E. D. Albro; Vice-President and General Manager, 
Isaac Brittin; Secretary, W. H. Justis; Treasurer, G. L. 
Banning ; Chief and Consulting Engineer, J. P. Bous 
caren. 


Texas & Pacific.—The Shreveport (La.) Standard reports 
that Mr. W. H. Newman, now General Freight Agent, is to 
be General Superintendent. The office is now vacant. 

Mr. Wm. Davis is appointed Superintendent of the West- 
ern Division. He was recently on the Galveston, Harris- 
burg & San Antonio road. 


Valley, of Virginia.—At the annual meeting in Staunton, 
Va., recently, Mr. S. Spencer was re-elected President, with 
the old board of directors. 


Watertown & Waterbury.—This company last week re- 
elected W. D. Bishop President; L. W. Cutler, ee 
and Treasurer. The road is worked by the Naugatuc 
Company. 








PERSONAL. 


—Mr. Albert Scott has resigned his position as Superin- 
tendent of the Indianapolis Belt road. 


—Mr. Edward Valiant, for the last six years General West= 
ern Traveling Agent of the White Line, has resigned on ac- 
count of ill-health. 


—Mr. George Coykendall has resigned his position as 
Superintendent of the Ulster & Delaware road, and will 
engage in other business. 


—Mr. Henry I. Vanners, wao is aconductor on the New 
York & New England road, is said to be the only colored 
conductor in this country. 


—Mr. Charles V. McKinlay, Division Freight Agent on 
the Chicago & Northwestern road, has resigned, and will ac- 
cept a position on the new Wheeling & Lake Erie road. 


—It is reported that Mr. Martin V. Heller, long Agent at 
Port Jervis, N. Y., on the New York, Lake Erie & Western 
road, will be appointed Superintendent of the Rochester Di- 
vision. 


—Mr. Thomas W. Spencer, of Utica, N. Y., recently Chief 
Engineer of the Herkimer, Newport & Poland road, has ac- 
cepted a position on the New York, West Shore & Buffalo 
road. 


—Mr. John C. Bailey, an old and well-known citizen of 
Orange, N. J., died in that town Nov. 22. He was one of 
the first projectors and original stockholders of the Morris 
& Essex Railroad. 


—Mr. Wm. Wister, an old citizen and manufacturer of 
Philadelphia, and for many years Treasurer of the North 
Pennsylvania Railroad Company, died at his residence in 
Belfield, Pa., Nov. 19, aged 77 years. 


—It is reported that;Mr. A.B. Starr is to succeed Mr. Gris- 
com as Superintendent of the Eastern )ivision of the Pitts- 
burgh, Ft. ae & Chicago. Mr. Starr is now Superin- 
tendent of the Sunbury Division of the Philadelphia & Erie. 


—Mr. —_ Marquis, for 10 _— past Superintendent of 
the PittsBurgh, Ft. Wayne & Chicago shops in Allegheny, 
Pa., died at his residence in that city Nov. 15, aged 55 


years. Hehad been in the employ of the road 25 years. 
~—Mr. E. B. McClure, formerly Superintendent of the Indian- 








apolis & St. Louis road, died very suddenly in Mattoon, II1., 

ov. 17, aged 50 years, For some time past he has been 
connected with the construction of the proposed Indianap- 
olis & Springfield road. 


—Mr, A. L. Willoughby died in Mobile, Ala., Nov. 12, 
aged 45 years. He was born in Lowell, Mass., and went to 
Mobile when a young man. He entered the service of the 
Mobile & Ohio Company asaclerk in 1858 and afterward 
was made General Tieket Agent, and finally Secretary and 
Treasurer. The last-named office he held until 1879, when 
he was obliged to give up business by a stroke of paralysis, 
of which disease he finally died. 


—Mr. George Law, formerly well known as a capitalist 
and politician, died in New York, Nov. 18, aged 75 years. 
Mr. Law began life as a mason and contractor and had some 
important canal and railroad contracts. Later be was ex- 
gaged inthe shipping business, owning niany vessels, and 
was for atime one of the chief owners of the New York & 
Harlem road. He was the largest stockholder iz the Eighth 
and Ninth Avenue street roads in New York. He retired 
from active business some years ago. 


—The Pittsburgh Telegraph of Nov. 19 says: ‘ Mr. John 
P. Levan, General Foreman of the car shops of the Pennsyl- 
vania Railroad Company at Altoona, celebrated the thirtieth 
anniversary of his connection with that company yesterday, 
and the occasion was a beg remarkable one. Mr. Levan 
held a levee throughout the day, and was called upon by the 
employés and officers of the road. In a letter addressed to 
the general officers of the company, Mr. Levan speaks feel- 
ingly of his connection with the railroad. He was the first 
apprentice indentured to the company when the shops were 
removed to Altoona in 1852. Ten years later he was.ap- 
pointed foreman with 96 men employed in the shops. Now 
the number is 1,635. In 1862 there were 69 passenger cars, 
but the number now runs up to 620. Mr. Levan assisted in 
the building of the first passenger car and the first special car, 
and has labored under all the presidents and general officers 
the company ever had, and has enjoyed their good will and 
co-operation. In the evening the workmen presented their 
foreman with a congratulatory address.” 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Ten months ending Oct. 31: 











1881. 1880. Inc. or Dec. Pc. 
Ala. Gt. Southern. $622,364 $521,906 I. $100,458 19.2 
Cairo & St. L...... 346,467 336,663 I, 9,804 2.9 
Houston, E. & W. 

Ser Sa 125,400 81,741 I. 43,659 53.2 
Mem., Pad. & No. 198,313 172,886 I. 25,427 14.7 
Nash., Chatta. & 

a Re 1,750,070 1,691,340 I. 58,730 3.5 

Month of October: 

Ala. Gt. Southern. $80,869 $67,649 I. $13,220 19.4 
Cairo & St. Louis.. 40,587 43,544 D. 2,957 6.7 
CentrallIowa... .. 87,913 101,735 D. 13,822 13.6 
Cin., Ham. & Day- 

Ee te 274,030 270,686 I. 3,344 12 

Houston, E. & W 

_ are a 18,861 8,555 LL 10,306 119.8 
Mem., Pad. & No. 24,967 23,545 LL. 3,422 14.5 
Nash., Chatta. & 

Me, Bec éisiesades 172.121 178,266 D 6,145 3.4 
N.Y. & N. England 259,522 215,491 I. 44.032 20.5 
Phila. & Reading. 1,989,948 1,746,298 I. 243,650 14.0 

First week in November : 

Cin. & Eastern Ill. $36,244 $33,641 I. $2,603 7.7 
N. Y. & N. Engl... 63,443 56,449 I. 6,994 12.4 
Wab., St. L. & P. 367,653 317,145 I. 50,508 15.9 

Second week in November: 

Chi., Mil. & St. P.. $362.000 $352,408 I. $9,592 2.7 
ONE, EW. Wes « 448,800 433,800 I. 15,000 3.5 
Chi., St. P., Minn. 

oh nee 86.621 79,129 I. 7,492 8.5 
Denver & R. G.... 117,540 95.397 I. 22,143 23.3 
N. Y. & N. Engl... 56,932 48,979 I. 7,953 16.2 
Northern Pacific.. 94,984 70,192 I. 24,792 35.4 
St. L. & SanFran. 62,100 72,300 D. 10,200 14.2 
St. P., Minn. & 

ASS 130,600 70,500 I. 60,100 85.2 

Week ending Oct. 29: 

Grand Trunk...... £46,738 £51,501 D. £4,763 9.2 

Week ending Nov. 11: 

Great Western.... $102,085 $110,270 D. $8,185 7.4 

Week ending Nov. 12: 

Chi. & Gd. Trunk. $38,858 7,259 I, $1,599 4.3 


Chicago and Milwaukee Receipts. 


For the three weeks ending Nov. 21 receipts have been for 
four years : 








Chicago: 1878. 1879. 188C. 1881. 
PRIME, scp scs scence 6,745,117 6,607,902- 8,434,514 5,627,859 
Flour, bbls; 240,177 269,966 333,225 194,344 
Maes, NO... 5. sececseks 591,105 533,269 691,640 526,920 

Milwaukee : 

Grain, bu.... ..... .-+. 1,882,841 2,174,976 1,766,701 755,464 
Flour, bbls ee 157,480 176,042 225,45: 204,805 
SS eer 92,052 90,191 102,079 86,771 


The receipts of everything, excepting flour at Milwaukee, 
are smaller this year than in any of the three previous. 
Taking flour and grain together, the receipts of both classes 
tor the three weeks have been :_ 


1878. 1879. 1880. 1881. 
Bushels...... 10,417,414 10,789,914 12,715,290 8,182,493 
This year the receipts are 36 per cent. less than last year, 
24 per cent. less than in 1879, and 2144 per cent. less than 
in 1878. The average daily receipts of grain alone at both 
places in September, October, and in each of the three weeks 
of November, have been: 








- Average daily receipts. ——-———__, 

Sept. Oct. Nov. 1-7. Nov. 8-14. Nov.15-21. 

ae 736,519 551,752 413,194 363,618 287,075 
CT Sar 772,316 878,438 651,114 536,722 512,366 
Decrease.... 35,797 326,686 237,920 175,104 225,291 
Bi@issctns. 5.0 59.2 47.6 47.6 78.5 


The decrease in receipts was thus larger, proportionally, 
than in any of the other periods. A decrease from week to 
week and from month to month is to be expected, and oc- 
curred last year, and will probably continue, as in other 
years, until after navigation is closed; but it has been 
greater than usual this year, indicating that the cause which 
has limited the farmers’ shipments—whether it be a short 
supply of grain or an indisposition to dispose of it at current 
prices—continues to operate. 


Closing the New York Canals. 

Canal Superintendent Dutcher announces that, unless 
sooner close by ice, the Black River Canal will be closed 
Nov. 24, and the Erie, Champlain, Oswego and Cayuga & 
Seneca canals Dec. 8, 
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Traffic of New York Canals. 


For the week ending Nov. 14 the Canal Auditor reports 
for all the New York canals as follows: 


1881. 1880. Decrease. P:c. 
po eee eee 164,591 233,010 68,419 29.4 
Miles cleared by boats............ 180,234 332,890 152,656 46.0 
WS hs occ ce sent edc lass aren 21,269 47,535 26,264 55.3 


Since navigation opened, compared with last year, there 
has been a decrease of 21 per cent. in tons shipped, of 38716 


per cent. in miles cleared by boats, and of $454,443, or 443 
per cent., in tolls collected. 

Some principal items of freight shipped in the second week 
of November were: ‘ 





1880. Inc. or Dec. P.c. 
40,803 Inc. 6,447 15.8 
114,401 Dec. 70,625 61.9 
10,287 Inc. 4,732 46.0 
22,473 Ine. 5,025 22.4 
1,182 Dee. 1.132 100.0 


The grain shipments were rather larger than smaller thau 
has been usual this year, and the great decrease was due to 
the fact that the last year’s shipments were ex raordinarily 
large. The canal authorities announce that it will be closed 
Dec. 8 this year, if not frozen up sooner. Last year it was 
closed by ice Nov. 21. 


Tobacco Rates. 

The rates to New York which took effect Nov. 21 are: 
East St. Louis and other Mississippi River points as far north 
as Rock Island, 41% cents per 100 lbs.; Cairo, 42 cents; 
Louisville, Jefferson and New Albany, 33 cents; Cincinnati, 
30 cents. The Louisville & Nashville and the Chesapeake & 
Ohio will maintain a difference of 5 cents per 100 lbs. on 
uninsured and 3 cents on insured bills of lading, except 
from Evansville, from which insured bills will not be given; 
and on business by packets from all points below Louisville 
the Chesapeake & Ohio will not issue insured bills of lading. 


New England Railroad Returns. 


The following are from reports made to the Railroad Com- 
missions of Connecticut and Massachusetts for the year end- 
ing Sept. 30 : 





Net 
Earnings. Expenses. earnings. 
Boston & N. Y. Air Line........ $282.533 $136,417 $146,116 
MP oes cuctebsagahen tunweeves 286,892 125,180 161,712 
Danbury & Norwalk............. 195,163 106,822 88,341 
1880 3,494 124,327 59,167 
191,926 168,949 22,977 
194,414 160,458 33,956 
266,725 256,598 10,147 
. 238,810 217,207 21,60: 
. 754,513 559.365 195,148 
740, 493,713 247,285 
611,073 224,985 
546,55 412,31 134,237 
957,718 502,533 455,185 
779,885 435,195 344,690 
610,874 453.57 157,300 
- 553,592 — 369,100 184,492 


Chicago Through to Jacksonville. 


The first through sleeper for Jacksonville, Fla., left the 
Illinois Central depot yesterday morning. This sleeper runs 
by the Kankakee Line to Cincinnati, thence by the Cincin- 
nati Southern to Chattanooga, thence aver the Western & 
Atlantic to Atlanta, thence over the Central, of Georgia, to 
Macon, thence over the Macon & Brunswick to Jesup. and 
thence over the Savannah, Florida & -Western to Jackson- 
ville. The time from Chicago to Jacksonville is made in 
exactly 48 hours. This will no doubt be the favorite line to 
Jacksonville during the winter.— Chicago Tribune. 


Coal Movement. 


The coal tonnages for the week ending Nov. 12 are re- 
ported as follows: 
1880. 


1881. Increase, P.c 
Authrachte . .......00 csc. 635,472 513,138 122,334 23.9 
Semi-bituminous ........ 124.87. 90,599 34,275 37.8 
Bituminous, Penna.. ... 60,267 45,292 14,975 33.1 
ee eee 46,205 40,627 5,668 14. 


Anthracite trade continues very active. Clearfield and 
Cumberland shipments are limited only by the supply of 
cars, 

The Engineering and Mining News estimates that there 
are in use about 150,000 cars built especiaily for carrying 
‘ne St aa flat and other cars in which coal is occasionally 

oaded. 

The official accountant’s statement of anthracite tonnages 
for October and the ten months, differing somewhat in form 
from the weekly statements, is as follows: 


——October.—— -—-Ten months.—— 
1881. 1880. 1881 1880. 





Phila. & Reading.... 678,052 614,852 5,616,403 4,879,286 
Lehigh Valley....... 549,562 442,023 4,575,346 ° 3,559,433 
Central, of » ew Jer- 
Oe 379,677 361,462 3,317,801 2.839.145 
Delaware, Lacka. & % 
Lo 411,266 346,654 3,539,593 2,877,055 
Del. & Hudson Canal 
isis s buasanad os ,078 236,047 2,590,138 2.151.385 
Pennsylvania R.R.Co 198,407 221,929 1,835,692 1,530,013 
Pennsylvania CoalCo 144,878 116,481 1,182,499 904,852 
N. Y., Lake Erie & 
WORE 6i.ccn ciccvs 34,133 39,362 389,950 524,550 
ere 2,686,053 2,378,810 23,047,417 19,065,719 


Increase for the month, 307,243 tons, or 12.9 per cent.; 
for the ten months, 8,981,698 tons, or 20.8 percent. For 
the month all the companies show an increase except the 
Pennsylvania Rail and the New York, Lake Erie & 
Western; for the ten months all show gains. 

The stock of coalon hand at tidewater ship ing points 
Oct. 31 was 474,904 tons, as compared with 613, tons 
Sept. 30, a decrease of 139,052 tons, or 22.6 per cent., dur- 
ing the month. 

Grain Movement. 


For the week ending Nov. 12 receipts and shipments of 
= of all kinds at the eight ——— Northwestern mar- 
ets and receipts at the seven Atiantic ports have been, in 
bushels, for the past eight years: 


Northwestern -——Northwestern shipments.——, Atlantic 


Year. receipts. Total. ~ rail. P.c. by rail. receipts 
1874..... 2,584,330 2,537,220 97.809 11.8 2,736,146 
1875... .3,213,054 3,419,352 1,143,631 33.5 4,057,502 
1876. ....2,916,023 3,739,754 1,372,271 36 7 3,663,490 
1877.....3,676,64: 4,147,443 426,584 10.3 4,077,968 
EF 4,669,154 4,268,616 732,892 17.1 4,851,146 
Se 3,918,084 2,978,882 1,106,435 37 1 5,798,781 
1880..... 685.595 5,039, 1,767,414 35.1 7,323,425 
Sf ee: 907,872 3,688,621 1,718,713 46.6 3,772,654 


The receipts of the Northwestern markets for the week are 
the smallest for four years, but nearly the same as the week 
before this year. The shipments of these markets, though 
27 per cent. less than last year, were 24 per cent. more than 
in 1879, when the week’s shipments were exceptionally 
smalJ, though the season’s shipments were much larger than 
this year. The shipments are a little greater than the week’s 
before, and there have been three weeks since navigation 
opened when shipments were smaller, The rail shipments, 
however, are the smallest since June 17, when the rate was 
reduced to 15 cents. The Atlantic Percy were smuller in 
the corresponding weeks of 1874 and 1876 only in the eight 

years; and last year the receipts were almost twice as great, 


They were a little less than the week before, but about equal 
to the average since September. : 
Of the Northwestern receipts this year, Chicago had 50.9 
r cent., St. Louis 13.2, Peoria 10.5, Duluth 7.8, Milwaukee 
.8, Toledo 5.4, Detroit 3.6, and Cleveland 2.9 per cent. 
Since May, Chicago has not had so small a percentage of 
the whole. 
Of the Atlantic receipts New York had 62.9 per cent., 
Boston 9.4, Baltimore 9.3, Philadelphia 8.1, Montreal 6.9, 
New Orleans 3 and Portland 0.4 per cent. New York’s re- 
ceipts are the for five weeks, and likewise its percent- 
age of the whole. Montreal’s receipts begin to disappear, as 
usual, at this season. Philadelphia shows some gain over 
the four preceding weeks, but Baltimore’s receipts, with two 
exceptions, are the smallest of the year. ‘ 
Exports from Atlantic ports for five successive weeks have 

been : 








a Week ending.-—— —, 

1881: 1ov.16. Nov. 9. Nov. 2. Oct. 26. Oct. 19. 

Flour, bbls.. 671 42,202 39.620 58,500 53,579 

—_ bu... 2,473,746 1,841,120 1,898,996 2,761,643 2,352,210 
=) H 

Flour, bbls 112,022 130,806 92,893 75,575 107,596 

rain, bu... 4,692,963 4,701,048 5,072,436 5,302,054 5,800,518 


There is a considerable increase in the last week this year 
over two previous weeks, but the exports are still only 
about half as tas last year, and for the eight weeks 
endifg with Nov. 16 there is this year a decrease of 351,568 
barvels of flour (4214 per cent.), and 22,757,444 bushels of 
grain (54 per cent.) Including flour there is a decrease in 
— eight weeks of nearly 16,000,000 bushels in wheat 
alone. 

For the week ending Nov. 18 receipts and shipments at 
Chicago and Milwaukee were : 


——-Receipts .-——_— ———Shipments.—- — 
1880 1881. 1880. 








1. 6 
Chicago.. ...... 1,621,113 2,568,335 = =61,637,4539 = 2,886,490 
Milwaukee...... 282,548 2, 107,139 233,266 
Both.......... 1,903,661 3,230,595 1,744,678 3,169,756 


Taking the two together there was a decrease of 1,326,934 
bushels (40 per cent.) in receipts, and of 1,425,078 bushels 
(45 per cent.) in shipments. @ shipments were but little 
less than the receipts, though very little went forward by 
lake. 

Receipts and shipments at Buffalo for the week ending 
Nov. 18 were: 








-_——- ipts-——. ———Shipments.—-— 

881. 1880. 1881. 880. 
By water......... 1,295,400 3,312,500 531,300 4,151,700 
_-.. See . 545,400 596,200 808.600 1,692,400 
Total... ..... 1,840,800 3,908,700 1,339,900 5,844,100 


The lake receipts are 2,017,100 bushels (51 per cent.) less 


-|than last vear, and the rail receipts nearly as great ; the 


canal shipments are 3,620,400 bushels (87 per cent.) less than 
last year, and the rail shipments 883,800 bushels (53 per 
cent.) less. Thecanal was closed by ice at the end of the 
following week last year. 

Receipts at four rn ports for the week ending Nov. 


18 were : 

New York. Boston. Phila. Baltimore. Total. 
eee 2,701,154 469,237 247,640 272,707 3,690,738 
P. c. of total.. 73.2 12.7 6.7 74 100.0 

se dnbnien 4,146,523 483,575 719,200 1,405,993 6,755,291 
P.c. of total.. 61.4 7.2 10.6 20.8 100.0 


While New York received a third less than last year and 
Boston nearly the same amount, Philadelphia’s receipts were 
little more than a third as great and Baltimore not one fifth. 


Freight Steamships to California. 

The first freight steamer to engage in the interoceanic 
trade has arrived at San Francisco. The ‘‘ Monarch” left 
Barrow, England, on the 31st of August, and stopping to 
take in coal at Cape Verde Islands and at Coronel, on the 
west coast of South America, arrived at San Francisco ou 
the 8th inst., having been 69 days on the passage. She had 
on board as freight about 2,000 tons of steel rails, and the 
reason for her entrance into the trade was the desire of some 


ments they needed as speedily as possible. The rate at which 
the shipment might have m made by a sailing vessel 
would have been not over $5 per ton, but in this case it is 
understood that $16.75 was paid, thus making the entire 
shipment cost, when landed, over $20,000 more than would 
have been the case under ordinary conditions. It is obvious 
tbat charters such as this cannot often be made. The 
saving in time, taking the average length of the 
voyage whtn made under sail, was less than two months, 
and usually railroad contractors can look far encugh ahead 
in their work to avoid saving time at such an extravagant 
price. The *‘ Monarch” was chartered before she arrived in 
San Francisco to carry a load of grain to Liverpool at £3 
17s. 6d. per ton, a rate only a trifle over that paid to sailing 
vessels at the time the contract was made. Premising that 
the steamer carries the same weight of in that she has of 
rails, her gross freight money would smount to about 
$72,000 for the round voyage. Out of this it is necessary 
to deduct the money paid for coal, end essuming that ske 
consumed 25 tons of fuel each day, which would cost when 
put on board not less on an average than $10 per tun— 
which is not a high valuation considering that the coal 
was taken in large at outlying stations—and that 


she steamed on the round vena 128 days, this 
would amount to $32,000, eaving $40,000 _ for 
ordinary running expenses and profits. On the 


other hand, a sailing vessel which carried an equal amount 
of cargo would, with freight rates as they have been, ob- 
tain for making the same round trip $22 per ton, which 
would give a gross freight of $44,000, or 10 per cent. more 
than the sum made by the steamer after deducting coai 
charges. The saving to the steamer would be that she 
could certainly make five round voyages while a sailing ves- 
sel was making three. But it must be remembered that steam- 
ers are not likely to have thesame favorable outward freight 
offered to them again. If they can only command 2s. 6d. 
more per ton than sailing vessels in carrying a perishable 
article like in from San Fraucisco, it is safe to assume 
that as a rule they will not get much more than the slower 
craft for carrying steel rails or other outward cargo. From 
all this the natural conclusion to be drawn is that for the 
present steamers caunot profitably compete with sailing ves- 
sels on such a long route as that between California and 
Europe. The inhabitants of the Pacific slope are strongly 
desirous that such a trade should be built up, but until the 
Panama Canal is completed, or a great improvement in 
marine engines is made, their wishes are hardly likely to be 
realized.—New York Times. 








OLD AND NEW ROADS. 


Alabama Central.—At a meeting held in Selma, Ala., 
Nov. 17, the stockholders voted to ratify the agreement for 
the sale of the road to the Fast Tennessee, Virginia & Geor- 
gia Company. The road has been operated by that company 
or several months. 


Allegheny Central.—Ata meeting held Nov. 18, the 
voted to me an cgrenmens of consolidation 
ip Railroad companies, 





stockho 
with the Olean and 
whose lines will connect with its recently completed 


of the railroad builders on the Pacific slope to get the equip- 000 


Atlantic, Mississippi & Ohio.—In Richmond, Va., 
Nov. 18, the United States Circuit Court made an order di- 
recting the payment from the purchase money of this road 
of the remaining amcunt due on the consolidated bonds, 
——_ to $275,000, with about six months’ interest. 
There will still remain in the custody of the Court a sum 
sufficient to pay the remaining claims which have not yet 
been finally passed. 


Baltimore & Ohio.—A dispatch from «Philadelphia, 
Nov. 21, says: “‘It was announced this morning, from an 
authoritative source, that President Garrett, of the Balti- 
more & Ohio Railroad Company, had abandoned the pur- 
chase of the Spruce & Pine Street Railway charter. Lawyers 
who have examined the rights guaranteed in the instru- 
ment state it dces not cover certain objections that would 
be raised to it. If the sale bad heen made to Mr. Garrett at 
the figures be offered last winter ($250,000), it 1s stated that 
he would have rnn the ri-k of its availability for the pur- 
poses desired. Eminent counsel have now examined it, and 
some of them are so pronounced against its value for the 
purposes desired that Mr, Garrett has abandoned its pur- 
chase.” 

Burlington & Missouri River in Nebraska.—The 
Eastern Extension of the Republican Valley line is now 
completed to Table Rock, Neb., the Atchison & Nebraska 
crossing, 31 miles eastward from Wymore and 138 miles 
from Red Cloud. Only about 15 miles of track are yet to 
be laid between Table Rock and Caivert to complete the ex- 
tension. 

On tte western end of the Republican Valley the track is 
now 50 miles west of Culbertson and 232 miles from the 
main line at Hastings. Work is progressing steadily. 

Cannon River.—The St. Paul Pioneer-Press says: ‘‘Mr. 
Stickney has signed a contract with the Cannon River Im- 
provement Conipuny to build a railroad from Red Wing via 
Cannon Falls, Faribault and Waterville to Mankato. This 
company was origivally organized to construct slack- water 
navigation on the Cannon River and thence by way of Lake 
Elysian to the Minnesota River near Mankato. It received 
a grant of 300,000 acres of swamp-land for this purpose by 
act of March 2, 1865; but a few years agothe company was 
authorized to apply the grant to the construction of a rail- 
road on the general route of the abandoned slack-water nav- 
igation project. It is understood that it is designed to make 
this seal a branch of the Minneapolis & St. Louis, with 
which it will connect at Waterville.” 


Central Vermont.—In St. Albans, Vt., last week, 
Messrs. Walker, Rowell and Dillingham, special masters 
appointed by the Court of Chancery, in obedience to the 
mandate of the Supreme Court, in the case of James R. 
Langdon and others vs. The Vermont & Canada Railroad 
Company and others, *‘toascertain and report the amount 
dveof principal and intere t on al) the bonds issued and 
rezotiated by the receivers as such, and the consideration 
upon which they are held; the kind and value of the prop- 
erty pledged to secure the payment of each of the 
cifferent classes of said bonds, and its present value; 
the amount received, from the car service pled.ed 
to secure them, and how the morey_ received on 
account of said car service has been used and appropriated; 
the’amountfdue on account of the floating debt; what pro- 
portion of said debt has been contracted for, or bas grown 
out of the necessary expense of runping and operating 
and maintaining said roxds and property,” filed their 
report. They find the amount of the various equipment 
and trust loans outstanding to be $4,357,000, all sold at 
par by the managers, except $1,008,600 of income and ex- 
tension bonds, which were sold at 90. All the bonds except 
the Stanstead, Shefford & Chambly bonds, of $444,400, are 
at 8 per cent., and these at 7 per cent. No interest has been 
paid since May, 1876, since which time the earnings of the 
equipment pledged to secure their payment have been ex- 
panded to reduce the floating debt and for working ex- 
penses. The present value of the special security pledged 
for the payment of these bonds is found to be about $1,500,- 
The ficating debt is found to be $955,052.14, which 
tbe masters find was incurred for the necessary purposes of 
the trust in the management and operation of the roads, 
The claim of the Grand Trunk Company, presented and 
eeees before the masters, is $557,973.69, which is in the 
orm of acceptances and open accounts, and represents traf- 
fic balances on through business to and from the West. The 
masters find that the issuance of the income and extension 
bonds at 90 in 1872 was an act done by the manag- 
ers in canned and good faith. Also, that the 
Central Vermont Railroad Company has acted pru- 
dently and in good faith in respect to the use of 
the earnings of the roads and their equipment, 
although the earnings since 1876 have been devoted to the 
floating debt, rents and running expenses of the roads, in- 
stead of the payment of interest on the bonds. The sinking 
fund, made up of the earnings of the equipment specially 
pledged for the payment of the different equipment loans, 
though not kept in a separate form, has been properly 
credited on the general books. On the Stanstead, Shefford 
& Chambly road, of which the trust holds the stock, there 
are outstanding first mortgage bonds to the amount of $150,- 
000, at 5 per cent. interest, which would have to be paid to 
give an unincumbered title to the property. The net earn- 
ings of this road since it came into the hands of the trust 
have amounted to about $217,000. The Vermont & Canada 
Railroad Company assented to the variuus leases of other 
roads and the contracts ccnnected therewith which have 
been made. The report covers 52 pages of printed matter, 
and contains a large amount of matter not above abstracted, 
but this is either detail which is not of public interest or a 
reiteration of what has stg been published. A hear- 
ing is appointed for Nov. 26 upon this report before 
Chanvellor Royce at St. Albans. In any event, however, 
the case will certainly be appealed to the Supreme Court. 


Chesapeake & Ohio.—This company’s Elizabeth, Lex- 
ington & Big Sandy roed is now completed through from 
Lexington, y to the Big Sandy River, on the West Vir- 
ginia line. The road is in all 150.6 miles long, of which 34 
miles on the Lexington end have been completed for several 
years, and 8 miles on the Eastern end for about a year. 


Chicago & Northwestern.—This pm ! has recent] 
opened several new extensions. The James River Branc 
ot the Chicago & Dakota line was last week opened from 
Redfield, Dak., north to, Ordway, 50 miles, through the 
James River Valley. 

Two branches have just been completed from 
Carroll, Ia., on the Iowa Division, One runs from Carroll 
due south to Manning, 17 miles, and is to go near to Harlan. 
The other runs southwest into Shelby County 35 miles, and 
its final destination is Audubon. 

The Menominee River Branch is now completed to the 
Brule River, the line between Michigan and Wisconsin, 444 
miles beyond the late terminus at Florence. 

Chicago, Milwaukee & St. Paul.—This company has 
now nearly completed its new branch from Mazomanie, 
Wis., to Sauk City, nine miles, and expects to have trains 
running on it by the end of the year. 

The company has lately built a spur two miles long from 





Waterloo, Wis., to Portland in ge County, where there 
is a Jarge stone quarry, 





672 


THE RAILROAD GAZETTE. 








[NoveMBER 25, 1881 

















Cincinnati & Eastern.—At a meeting held in Cincin- 
nati, Nov. 21, the stockholders voted to increase the capital 
stock from $500,000 to $2,000,000, and also to authorize an 
issue of bonds, for the purpose of extending the road to 
Portsmouth, with a branch from Brush Creek to Gallipolis. 


Cleveland, Delphos & St. Louis.—This company is 
now engaged in building u railroad from Delphos, O., to 
Cleveland, about 150 miles. About 50 miles of the road, 
from Delphos eastward to Carey, is well advanced, and 
work is in progress from Carey towards Medina, 80 miles 
further. e company — to begin work at Cleveland 
next spring, and to have the road finished next year. The 
intention is to build the road ina substantial manner. 


Cleveland, Mt. Vernon & Delaware.—The bond- 
holders, who bought this road at foreclosure sale, have 
nearly completed arrangements to organize a new corpora- 
tion. It is understood that the new company will proceed 
at once to complete the Dresden Branch, which was graded 
several years ago. Itis possible also that a short extension 
may be built from Hudson, O., toa junction with the New 
York, Pennsylvania & Ohio road. 


Cumberland & Ohio, Northern Division.—Phis 
road, which is leased to the Louisville, Cincinnati & Lexing- 
ton, and has passed with that road under Louisville & Nasb- 
ville contrcl, is now completed to Bloomfield, Ky., 10.1 
miles beyond the late terminus at Taylorsville, 26.4 miles 
from the starting point at Shelbyville and 57.4 miles from 
Louisville. Trains are now run from Louisville through to 
Bloomfield. 


Danville & New River.—The track is now laid on this 
road from Danville, Va., westward to Cascade, in Pittsyl- 
vania County, a distance of 22 miies. The road is to be 
opened for business Dec. 1. 


East Tennessee & Western North Carolina.—This 
road is now completed from the East Tennessee, Virginia & 
Georgia at Johnson, Tenn., eastward to Elizabethton, about 
seven miles. Work is progressing steadily towards the 
Cranberry mines in North Carolina. 


Galveston, Harrisburg & San Antonio.—Track on 
the extension of this road is now laid to Uvalde, Tex., 91 
miles west by nurth from San Antonio. Trains have begun 
to run to that point. 


Georgia Pacific.--Terms of consolidation have been 
agreed on between the companies of this name in Georgia and 
Alabama, and also with the Columbus, Fayette & Decatur 
Company of Mississippi, which recently acquired by pur- 
chase the property and franchises of the Greenville, Colum- 
bus & Birmingham p agen en Meetings of the stockholders 
will be held shortly to complete the consolidation. 

Tracklaying was begyn atAtlanta, Ga., last week. The 
grading 1s now completed from that city west to Douglas- 
ville, about 30 miles. 


Greenville & Laurens.—This company is negotiating 
with the Augusta & Knoxville for aid in the building of its 
proposed line from Greenville, S. C., to Laurens, about 26 
miles. 

Greenville, Columbus & Birmingham. —This com™ 

ny bas sold its property and franchises to the Columbus, 

ayette & Decatur Company, which is to be consolidated 
with the Georgia Pacific. The road has lately been extended 
and is now in operation from Greenville, Miss., east to 
Johnsonville on the Sunflower, 32 miles, with a branch 
from Stoneville to Arcola, 12 miles. 
branch from Arcola, 12 miles further, is graded. The road 
is now of 3 ft. gauge, but will probably be changed. 


Indiana, Bloomington & Western.—On the exten- 
sion of this road from Indianapolis eastward to Springfield, 
O., the grading is nearly finished, and track is now laid for 
25 miles from the junction with the Belt road at Indianapo- 
lis. Trackiaying has been begun at several other points. 


Indianapolis, Decatur & Springfield.—Ata meet- 
ing held in Indianapolis, Nov. 17, the stockholders voted to 
authorize the directors to take all necessary action to carry 
out the plan heretofore adopted for the adjustment of part 
of the company’s debt. 

Notice is given that the preferred stock and new second- 
mortgage bonds will be ready for delivery at the company’s 
office, No. 120 Broadway, New York,on and after Dec. 1, 
1881. Holders of second-mortgage bonds, with all coupons 
thereto belonging, or of the Central Trust Company’s cer- 
tificate for the same, will receive the following new securi- 
ties : Foreach income bona, 10 shares ($1,000) in preferred 
stock and $350 in new second-mortgage 5 per cent. bonds. 
Scrip will be issued for the bonds, exchangeable for bonds in 
amounts of $500 or multiples thereof. 


Jacksonville, Pensacola & Mobile.—The Florida 
Circuit Court, at the suit of Frank R. Sherwin, has granted 
a temporary injunction restraining the purchasers of this 
road at foreclosure sale from transferring it to the Jackson- 
ville & Mobile Company. Plaintiff claims that the organiza- 
tion of that company is illegal and void. The road will 
continue to be held by the purchasers, who ara trustees for 
the Dutch holders of the Florida state bonds issued in aid of 
the road, the injunction holding until the suit is decided. 


Kansas Central.—Track on this road is now laid to 
Clay Centre, Kan., 22 miles west of the late terminus at 
Garrison, and 141 miles from Leavenworth. Work is in 
progress from Clay Centre to Star Centre. 


Lehigh Valley.—This company has bought for $300,000 
the Tifft estate in Buffalo, a large property with water 
front, adjoining the Buffalo Creek road. The object is to 
secure room for an enlargement of its facilities for shipping 
coal from Buffalo. 

The company has completed a branch about three miles 
long from its New Jersey Division to the town of Clinton in 
ro pana County. Trains began to run over the branch 
this wee 


Marquette, Houghton & Ontonagon.—This com- 

ny is building an extension of 450 ft. on its ore dock at 
Marquette, Mich., which will give room for 60 additional 
ore pockets. The extension will be needed if the ore busi- 
ness next year equals that of this season. 


McComb, Deshler & Toledo. —A receiver has been ap- 
ape for this road on the petition of several creditors. 

he road is 10 miles long, from McComb, O., on the Dayton 
& Michigan, to Deshler. 


Memphis & Charleston.—The Atlanta (Ga.) Constitu- 
tion in an article on the change of directors last week says: 
‘** The road, as is well known, was in a fearful condition at 
the time of the lease. The road had been laid originally 
with old chair rails, the bridges were dangerous and the 
equipment of the most inferior kind. After the lessees took 
it they commenced at once to improve the road-bed, a large 
quantity of steel rails was laid, the road was ballasted, and 
good engines and cars provided for it, and it is rapidly be- 
coming one of the best roads in the South. 


“ This road is an important link in the line from this state 


An extension of the 


to the West, and if the Cole-Seney 

absorbed by the Louisville & Nashville system, it will destroy 

for the present our chance for a competing line to the West. 

That this will be a serious blow to the prosperity of our 
* 


stera loses it, and it is 


state no one will doubt. < 
“From information in our possession which we are uot 
aaa to give in detail; we are satistied that there will 
no interruption in the present arrangement of the Cole- 
Seney system. It is altogether possible that suits will be 
established to annul the lease, but from the fact that a large 
majority of the present stockholders purchased the stock 
they now hold with full knowledge of this lease, any suit 
they may institute to annul it will only result in the perma- 
nent injury of the stockholders themselves. When a party 
has to pay the attorneys on both sides of a lawsuit he will 
certainly come out behind, and in this case, when the end to 
be accomplished is only to bottle up the road to keep it from 
being used by a competing line, the game is not worth the 
candle. We look forward with perfect confidence to the 
day wben the Memphis & Charleston will be one of the most 
important lines leading to Georgia, and it will not be more 
than twelve months before this is accomplished.” 


Minneapolis, Perham & Manitoba.—This company 
has been organized to build a railroad from a point on the 
St. Paul, Minneapolis & Manitoba near Alexandria to Per- 
ham, and thence northward to the northern line of the state 
east of the Red River. The capital stock isto be $3,000,000. 
ES company’s office is at Perham, Otter Tail County, 
Minn. 


Nevada & Oregon.—The figot over this organization 
bas resulted in the election of two boards of directors, one 
representing the Nevada stockholders and the other New 
York parties who claim to have money invested in the road. 
One party is grading a section of road out of Reno, Nev., 
and claims to have assurances that money will be advanced 
to go on with the work as soon as the first section of 20 miles 
is completed. 

The proposed line of the road is from Reno northward 
about 200 miles to the Oregon line, and southward about 100 
miles to the Bodie mining district. 


Newberne & Beaufort Canal.—Work is soon to be 
begun on this canal, which will be about 10 miles long, ex- 
tending from the lower Neuse River to Newport Creek, 
which runs into the harbor of Beaufort, N. C. It will pass 
through low land, presenting no special difficulties. The 
canal is to be of the same capacity as the Albemarle & 
Chesapeake Canal, admitting the vessels which run through 
that canal and the North Carolina sounds. From Beaufort 
there is inland navigation through the chain of sounds ex- 
tending along the coast almost to the Cape Fear River, and 
a short canal would give connection with that river, enablin 
a steamer of considerable size to pass inland from New Yor 
to Wilmington. 


New York & New England.—It is reported that Mr. 
Jay Gould has secured a controlling interest in this road‘ 
and that a board of directors in his interest will be chosen 
at the coming annual meeting. This is something of a sur- 
prise, as it was not known that Mr. Gould’s plans extended 
in that direction. It is reported also that he will establish a 
close connection with New York, either by an alliance with 
the New Haven road, or by building a new road from Dan- 
bury to the Harlem River. In either case the passenger 
business will be brought into New York over the Second 
Avenue Elevated line and a down-town passenger station 
will be established. 


New York, New Haven & Hartford.—lIt is said that 
this company will next season build two additional tracks 
from Williamsbridge, N. Y., to Stamford, Conn., to be used 
for through passenger and freight trains, leaving the present 
tracks clear for local business. 


New York, Texas & Mexican.—This company claims 
to have its road now graded from Rosenberg Junction, Tex., 
over 50 miles toward Victoria, with a large force at work 
on the remaining 50 miles to reach that place. Rails, equip- 
ment and iron bridges are under contract. The road 1s to 
run from Rosenberg Junction on the Gulf, Colorado & Santa 
Fe, to Brownsville, with branches to several points. It will 
be in all about 350 miles long. Arrangements have been 
made for the use of the Gulf, Colorado & Santa Fe track 
from Rosenberg to Galveston. 


Old Colony.—At the annual meeting Nov. 22 the stock- 
holders voted to authorize the issue of $500,000 interest 
bearing notes to fund maturing debt or for other purposes; 
also to build a short branch from Taunton to Raynham. 


Ohio & Mississippi.—Receiver John King, Jr., makes 
a - erie final report for the period from Oct. 1 to 
ct. 6 : 








CN MINE OUR Bnitinas vs tcn cede deeaicawiprcasoacswend $187,656 
RE SUE SII 5. ois cen eseisieveacetecnaee'ntes: une 116,475 
Se iio aces tsp wevatiecd Scuba rath ose oeksicno kag 
EN 25.3. aialecuba: rie rackeananeeoasesy conkaeen a 
a MN rd i Ge to ic ee ccd $112,132 
Receiver Douglas’ report for the balance of the month is 


is as follows : 


py I ere eee ee 


-$112,132 
Receipts from all sources 


. 375,929 
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The total receipts for the month were $492,404, and the 
disbursements $517,454, The payments included $135,000 
for coupons on bonds. 


begun at Pensacola, Fla., Nov. 16. The track is to be 
hurried forward as fast as possible, to assist in the work of 
construction. 


Peninsula, of Virginia.—It is said that negotiations 
are in progress, with some prospect of success, for the build- 
ing of the line, projected years ago, from Newtown, Md., 
down the Eastern Shore counties of Virginia to Cherrystone, 
about 60 miles. The plan is to make this road complete a 
line from Philadelphia to Norfolk, Va., connection being 
made by a steam ferry from Cherrystone to Ocean View, 
whence a railroad runs to Norfolk. 


Port Royal & Augusta.—At the annual meeting last 
week the following statement was presented for the half-year 
ending June 30 : 

1880. Increase. P.c. 
$132,714.67 $46,451.42 34.9 
110,152.95 27,342.88 24.8 


$22,561.72 $19,108.54 84.5 
82.82 


1881. 
$179,166.09 
137,495.83 
Net earnings..... $41,670.26 
Per cent. of exps.. 76.81 F ‘ae 
At the meeting a board controlled by the Central, of 
Georgia, was chosen, and it is announced that the road will 
pass formally under the Central’s control on Dec. 1. After 
that date trains will probably run to and from the Central 


Gross earnings 
penses 











station in Augusta. 





Pensacola & Atlantic.—Tracklaying on this road was | 82 





Philadelphia & Reading.—The Receivers’ statement 
for October and the eleven months of the fiscal year from 
Dec. 1 to Oct. 31 is as follows : 











Railroad Co. Gros et. Net. 
Railroad traffic...... $1,822,830.43 $803,015.49 $7,531,268.72 
Canal traffic... ..... 5,561. 48.772.90 341,023.2 
Steam colliers....... 61,349.69 32,629.70 249,980.45 
Richmond barges.... 10,206.37 1,413.69 2,407.83 

Total Railroad Co..$1,989,947.97 $885,831.78 $8,124,680.20 
Coal & Iron Co... ... 1,441,673.57 146,434.00 971,262.74 

EE eee $3,431,621.54 $1,032,265.78 $9,095,942.94 


Expenses do not include interest or rentals, the net earn- 
ings being the amount from which all charges are to be paid. 
A comparison of net earnings is as follows: F 
tober.— ———Eleven months.—- = 





1881. 1880. m 5 
Railroad Co.... $885,831.78 $903,108.45 $8,124,680.20 $7,662,605.14 
Coal & Iron Co.. 146,434.00 140,758.71 971,252.74 373,955.64 
Total........ $1,031,265.78 $1,043,867.16 $9,095,942.94 $8,036,560.78 


October shows a slight falling off, but the two companies 
made for the eleven months a gain of 13 per cent. in net re- 
ceipts. The Coal & Iron Company especially shows a very 
large gain. 

The traffic of the road was as follows: 

———October.—— a months.— — 





1881. 1880. 1881. 1880. 

Passengers carried ..990,691 921,470 9,692,462 9,048,267 
Tons merchandise ..648,709 527,944 6,060,535 5,409,398 
i aa 812,499 719,415 7,246,375 6,410,000 
Tons coal on col- 

MUG: Sveeis 2cvases 49,461 44,388 510,341 498,916 

Tons coal mined : 
By Coal & Iron Co...420,116 361.198 3,516,216 3,066.603 
By tenants ... .....147,027 133,493 1,336,967 1,096,722 

| ere 494 691 4.853183 4,163,325 


The increase in coal mined from the company’s lands will 
probably reach 750,000 tons for the full year, and the in- 
crease in coal transported about the same figure. 

McCalmont Brothers & Co, have issued a very long circu- 
lar to the stockholders asking for proxies and defending 
their course. It isof the same general tenor as President 
Bond’s recent circular, and contains very many charges of 
extravagance and mismanagement against the Gowen ad- 
ministration of the company’s affairs. 


Richmond, Fredericksburg & Potomac.—At the 
annual meeting last week the, stockholders passed, after 
some discussion, the following fesolution, submitted by the 
board: 

‘** Resolved, That for the purpose of dividing among the 
common stockholders of the company the amount standing 
upon its books to the credit of profit and loss, which amuunits 
have been heretofore carried by the company and expended 
in permanent additions to and improvement of the com- 
pany’s property, instead of being used in the payment of 
dividends, the board of directors be and they hereby are 
authorized in their discretion to issue dividend obligations 
or certificates in amount of $100 or multiples of that 
amount, bearing in lieu of interest on each $100 of the cer- 
tificates, the dividends payable on each share of the com- 
mon stock of the company at the several dates when such 
dividends shall be payable, and entitled in any division of 
the assets of the company to share ina corresponding pro- 
portion of the same. For the fractional part of $100 to 
which any stockholder may be entitled there shall be issued 
to him a certificate of dividend scrip, which certificate may 
be converted at the option of the holder into dividend obli- 
gation when presented in sums of $100, but which shajl 
not be entitled to interest or a share of the dividends until 
so converted.” 

The amount expended on the road from earnings, for 
which these new certificates are to be issued, is about $755,- 
000, or about 75 per cent. of the common stock. 


Rome, Watertown & Ogdensburg.—Under the pro- 
posed plan of reorganization there will be issued first con- 
solidated mortgage 40-year 5 per cent. gold bonds to an 
amount not exceeding $8,440,000, income bonds bearing in- 
terest at a rate not to exceed 7 per cent. per annum and non- 
cumulative, payable in 50 years (with the right to retire 
such as may be drawn by lot at the end of each year) to an 
amount not exceeding $2,358,140, and common stock not to 
exceed in amount $5,293,900. Holders of the present con- 
solidated convertible bonds are to receive in exchange for 
these securities the new consolidated mortgage bonds and in- 
come bonds for the back unpaid interest from Oct. 1, 1877, 
to July 1, 1882. Stockholders are to receive new stock in 
exchange for the old and income bonds for the assessment of 
$10 per share which they are called on to pay. Of the new 
consolidated mortgage bonds a sufficient amount is to be held 
in trust to pay off existing liens prior to the old consolidated 
mortgage bonds, as follows: 


Watertown & Rome bonds, 7 per cent...... ....-...e005 $418,500 
First-mortgage 7 per cent. bonds.... .....-....-. 0+ ees 1,021,500 
Second-mortgage 7 per cent. bonds........ ..--.+5 ses. 1,000,000 
Syracuse Northern 7 per cent. bonds.... ..........+.++. 500,000 

DOE sce is ski ssi cee: Saale ~tabekeiicinntie aees «$2,940,000 


Besides these prior lien bonds the present liabilities are $5,- 
500,000 old consolidated bonds, $1,540,000 overdue coupons 
and $448,569 floating debt. The present stock is $5,293,900 
in amount. 

Sabine & East Texas.—This road (formerly the East 
Texas) is now opened for business from Beaumont, Tex., on 
the Texas & New Orleans road, northward to Village, 35 
miles, the intermediate stations being Concord, Carroll and 
Kountze. Track is also laid from Beaumont southward to 
Taylor’s Bayou, 16 miles. 


St. Louis & San Francisco.—Notice is given that 50 
Atlantic & Pacific land debenture bonds have been drawn 
for redemption in accordance with the terms of the mort- 

ge. The numbers drawn are: 40, 58, 81, 85, 86, 114, 123, 
127, 131, 186, 140, 145, 147, 149, 150, 151, 153, 178, 180, 
182, 184, 190, 191, 202, 204, 207, 212, 271, 272, 274, 277, 
818, 322, 323, 336, 343, 346, 348, 349, 368, 369, 370, 373, 
412, 415, 421, 424, 425, 428 and 430. These bonds will be 
paid at the office of the St. Louis & San Francisco Company 
in New York Jan. 1, 1882, and will cease to bear interest 
from that date. 

Shenandoah Valley.—The Richmond (Va.) State says: 
** An inspection of the Shenandoah Valley extension, from 
Waynesboro to Roanoke, formerly Big Lick, Roanoke 
County, has been made by the officials. Including trackmen 
masons and carpenters, 3,760 men are on the work, an 
should an open winter ensue the extension will be completed 
by February, and by the end of March trains will be run- 
ning through to Roanoke, the connection with the Norfolk 
& Western. A powerful hoist is being constructed there to 
be used for changing trucks of the cars to meet the gauge of 
the road. Plans for a large town at Roanoke have been com- 
pleted, including a joint depot and a $40,000 hotel. English 
steel rails are used for the tracks, and a Philadelphia firm is 
putting up 13 iron bridges on the line.” 


Sioux City & Pacific.—Track on the Nebraska Division 
is now laid to Long Pine, Neb., 18 miles west by north from 





the late terminus at Atkinson and 100 miles from Neligh. 
- Long Pine is to be the terminus for the winter 
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South Carolina.—The Charleston News and Courier 
says: “* We are informed that a basis of settlement between 
the Purchasing Committee of the South Carolina Railroad 
and the Charleston syndicate, involving the claim of the 
latter for expenses, etc., has been agreed upon, and that a 
final adjustment of the matters so long in dispute is now in 
sight. This being so, the only unsettled question will be the 
appeal of Cockcroft, who claims that the bidding at the sale 
of the road was chilled by a sudden settlement made with 
one of the creditors who determined to bid high for the 
property. We sup that the Cockcroft appeal can be 
disposed of, and in that event the road will- soon be at the 
end of complications which promised to be interminable. 
Time is money; especially in railroad management, and too 
much time has been lost already.” 


South Shore Railroad & Tunnel Co.—Bids will be 
received at the office of Robert Watson, Secretary of this 
Company, in Montreal, Can., until Dec. 10, for the construc- 
tion of a tunnel under the St. Lawrence River, near Mon- 
treal. Further information can be obtained at the office of 
the company. ¥ 


State University.—The grading of this road is now 
nearly completed from University station on the North Car- 
olina road to Chapel Hill, where the University of North 
Carolina is situated, and only two bridges are still unfin- 
ished. Track has been laid from University station to New 
Hope bridge, six miles, leaving six miles to lay, the road 
being 12 miles long. 

Union Pacific.—Notice is given that 77 Omaha Bridge 
bonds have been drawn for redemption in accordance with 
the terms of the mortgage. The numbers drawn are 21, 48, 
115, 124, 138, 146, 241, 283, 327, 397, 473, 535, 538, 575, 
619, 632, 672, 762, 771, 792, 798, 801, 856, 899, 908, 1015, 
1020, 1036, 1040, 1076, 1098, 1112, 1117, 1142, 1163, 1172, 
1174, 1182, 1200, 1236, 1239, 1250, 1254, 1322, 1364, 1389, 
1408, 1454, 1460, 1495, 1526, 1528, 1541, 1581, 1644, 1673, 
1676, 1705, 1711, 1805, 1807, 1876, 1898, 1909, 1991, 2035, 
2044, 2092, 2100, 2149, 2229, 2250, 2351, 2403, 2431, 2461 
and 2486. These bonds will be paid April 1 next at the Lon- 
don & San Francisco Bank, London, or the office of Drexel, 
Morgan & Co., New York. 


Wabash, St. Louis & Pacific.—Work is prugressing 
very fast on this company’s new branch from Albia. Ia., on 
the Peoria & Iowa Division, to Des Moines. It will be 68 
miles long, and for about one-third of its length parallel and 
close to other lines. Two expensive bridges over the Des 
Moines River are nearly finished, and work has been begun 
on the freight house in Des Moines, 

Western North Carolina.—At a meeting held in Ra- 
leigh, Nov. 18, the state commissioners having a supervision 
over this road resolved to extend the time for the completion 
of the main line to Paint Rock and the Ducktown Branch 
to Pigeon River tor four months. They also refused to de- 
clare a forfeiture of the contract of sale by the state, which 
had been asked for on the ground that the company was not 
using due diligence to complete the road, and that it had 
discriminated in freight ge against North Carolina in- 
terests. The commissioners decided that the charges were 
not supported by evidence. 
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The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
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Page. 
isi san 
Nashville.490,553, 567 

Albany & Chi. 108 


P. 
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Atlanta & West Point....... ... 476 
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Baltimore & Hanover... 
Raltimore & Potomac.... 
Boston & Albany 








Boston, Concord & Montreal... § 
Boston, Hoosac Tun. & West.. 
Boston & Lowell............s00 2 
Boston, Rev. Beach & Lynn...-601 
Bur., Cedar Rapids & No ..105, 120 
- ‘ 



























ee rT 1,532.00 
President Garrett’s report, as presented at the annual 


meeting, Nov. 21, 7. : : 
“ The sinking for the payment of the loan of the city 
of Baltimore, which was originally $5,000,000, inc 
during the year $114,969.07, making the payment in ad- 
vance nnd in reduction of that loan, which will mature in 
1890, $.2,396,220.41 2 

“The payments for investments on account of the sinking 
funds for the redemption of the sterling loans due in 1895, 
1902, 1910 and 1927 during the year amounted to $525,- 
a — at $4.84 per pound sterling, make £108,- 
516 3s. 5d. 

“On Aug. 1, 1881, £200,000 debentures, which were given 
on Aug. 1, 1876, payable in five years, with interest at 5 per 
cent. per anpum, semi-annually, matured and were paid. 
Twelve per cent. premium was obtained for the gold at the 
time of the negotiation of these obligations. During the pe- 
riod that gold ranged from 10 to 15 per cent. premium the 
company issued an aggregate at different periods of £1,- 
000,000 of debentures, payable at three and five years from 
their respective dates, all of which have matured and been 

id. The result to the company of the negotiations, by thus 

aving obtained the premium on gold at the periods of their 
issue respectively, and by paying these obligations at par, 
after the resumption of payments of specie in the United 
States, has been a net gain of £105,182, being upward of 
$500,000. 

‘In accordance with the agreement with the city of Balti- 
more, the sixth annua] payment, namely $40,000 of the 
principal of the bond for B1.000,000, iven for the purchase 
of the interest of the city in the Pittsburgh & Connellsville 
Railroad Company, has been made, thus reducing this 
obligation to $760,000. 

‘** The following statement shows the ee made and 
the increments in sinking funds during the fiscal year for ac- 
count of the respective debts : 

Increment of city sinking fund ..................-.-.-. $114,969.07 
Increment of sinking funds for the redemption of the 

sterling loans due in 1895, 1902 and 1910........ 482,613.85 
— on account of the ogee of debt to city of 

ltimore for the purchase of its interest in the 


Pittsburgh & Connellsville Company.... ........... 40,000.00 
The Pittsburgh & Connellsville sinking fund .. ....... 24,122.27 
the Baltimore & Ohio and Chicago Railroad Com- 

ee Oat .... 42,604.40 
The Washi n City & Point Lookout Railroad Com- 

UR NS ook cnasccnewncccsccnee acoe-ce 4,915.00 

NCL. s cdinchdascaethabede-ehdsenes sand sgnend alent $709,224.59 

“ The f 


ollowing shows the apepeaste of payments made 
on account of the principal, and the investments for sinking 
funds on account of the debts stated: 

$120,500.00 


790,000 .00 


Oe eee mer em ence nen tee sees eeeesesesees ssaee 


On account of the bonds of the Northwestern Vir- 
inia Railroad Company for $500.000, indorsed 
y the Baltimore & Ohio Railroad Company, pay- 


z, = eo ok OR Pe 360,000.00 
tein bee x pa On account of the loan of the city of Baltimore....  2,396.220.41 
Camden & Atlantic. .. 490 On account of the sterling loan redeemable in 1895. 1,269,779.87 
Canada Southern. ...........0++ 315 9 /On account of the sterling loan redeemable in 1902. 1,559,121.56 
Canadian Railroads... .... 239 290 | On account of the sterling loan redeemable in 1910. —8:23,349,.63 
ae See oS Pages Vemeeys ++ Se 552 | On account of the sterling loan for the Baltimore 

Gentral Iowa a °.164 Nevada County.... ....... 00, 3 & Ohio & Chicago Companies redeemable in 1927. 163,461.62 
Central, of New Jersey... ** 298 23 | On account of the purchase of the interest of the 

Cental PACINC........c00sceccces 532 city of Baltimore in the Pittsburgh & Connellsville 

Charlotte, Col. & Augusta..... 228 Railroad Company.........255 scescess sovccces 240,000.00 
Ches. & Ohio Canal........... 3 


55 
Chicago & Alton..... ¢..... 1838151 
Chi., Burlington & Quincy 180 
Chi. & Eastern Illinois... -. 585 
Chicago, Mil. & St. Paul.......... 
Chicago & Northwestern.. .454, 462 
Chi., Rock Island & Pac.....2v1, 367 
Chi. & West Michigan... «» 495 
Cin., Hamilton & Dayton -. 330 
Cin., Ind., St. Louts & Chi...... 642 
Cin. & Muskingum Valley..... 649 
Cin., Richmond & Ft. Wayne.. 349 
Cincinnati Southern..........0. 59 
Cin., Wabash & Michigan .. 873 
Cleve. Col., Cin. & Ind.. 


Col. & Hocking Valley... * 
Columbus & Toledo............- 
COMCORA. ... 0c cccccccccesccascoces 
Conn. & Passumpsic Rivers.... 














Consolidation Coal Co .. ...... 164 
Cumberland Valley.... ... 546 
Dayton & Union ........cccsecee 44 
arr -. 5D 


Del. & Hudson Leased Lines... 44 
Delaware & Hudson Canal.105, 568 
rm... 





sce VO 
Denver & Rio Grande......151, 330 
Det. Grand Haven & Mil....... 490 
Det., Lansing & Northern ... 552 
Eastern R. R. Association. - 300 
Eureka & Palisade. ..... 
Evansville & Terre Haut . 
Fitchburg............. d 
Flint & Pere Marquette . . ... 291 
Gal., Har. & San Antonio 
Georgia R. R. & Banking Co.... 286 














Grand Trunk............+.. .553 St. Louis Bridge Co............. 

Great Western, of Canada_235, - 120, 546 

Green Bay & Minnesota........ 569 & San cisco... .12, 53 

Gulf, Col. & Santa Fe........... 151 & Duluth............... 509 
annibal & St. Joseph......... 163 Minn. & Manitoba.... 495 

Oo ee ie 331 Sandy River ...................- 

Houston & Texas Central...... 815 

Huntingdon & Broad Top Mt.. 569 South Carolina.................. 
linois Central....... meaeee 76, 120 

Indiana, Bloom. & West....... 7 

Indianapolis, Dec. & ~~ bi-dess 600 Troy & Boston ... .. . ...... 

Indianapolis & St. Louis..... .. 475 Troy & Greenfleld........ ..... 

ntercolonial.... __.......... 76 Union Pacific...;... 





Junction & Breakwater........ 

Kan. City, Ft. Scott & Gulf.... 546 
Kentucky Central 76 
Knox & Lincoln 


< 76 
Jeff., Madison & Indianapolis.. aos 





sigonier Valley 
Little Rock & Fort Smith 





Baltimore & Ohio. 
The lines worked by this company during the year ending 


pa 
52 | On account of the sinkiug fund of the Pittsburgh & 





76 | limited as to 


286 | surplus fund of Sept. 30, 1886, $40, 


Connellsville SE «chaeden-nceitdadecs 
Or account of the sinking fund of the Baltimore, 
Washington & Alexandria Branch of the Wash- 
ington City & Point Lookout Railroad Company. 


117,894.50 


33,024.24 





Totaal.....0000. ssceee cosscess sescscccccovere $7,873,351.83 
‘*‘ Semi-annual dividends of 5 per cent. upon the capital 
stock were 


— on Nov. 1, 1880, and on May 16, 1881. 
“The profit and ioss account shows an increase for the 
past year of $1,697,038.24. It will be seen by this account 


44 | that the surplus fund, which represents invested capital de- 


rived from net earnings, and which is not represented by 
either stock or bonds, now amounts to $42,258,680.61. 
“The needlessly low and unremunerative rates under 
which a large amount of traffic has been transported by the 
Trunk Lines have materially reduced the net results of the 


28 | past as compared with those of the preceding years. 


fund for the year ended 


‘*The increase in the lus 
984.44, while for 1881 it has 


Sept. 30, 1880, was $2,356,084 


394 | been $1,697,038.24, thus showing a comparative decrease of 


net results, with a largelv increased business of $659,946.20. 

“The exceptional and highly conservative system of the 
Baltimore & Ohio Company, without precedent in America 
or Europe, by which more than forty-two millions of dollars 
of net earnings, unrepresented by stock or bonds, have been 
invested during a long series of yearsin great and valuable 


7| improvements and extersions, in connecting lines, in the 
504 | great iron brid, 


over the Ohio River. in elevators, 
wharves, piers, docks, terminal facilities, real estate, sta- 
tions, etc., has enabled the company to continue the pay- 
ment of semi-annual dividends of 5 per cent. each on its 
capital stock, which amounts to only $14,783,300, a sum so 
resent a marked contrast to that of all com- 
—- ines, the capital stock of the New York, 

e Erie & Western Railroad being $75,879,300, that of 


5 | the New York Central & Hudson River Railroad $89,428,- 
7 | 300, and that of the Pennsylvania Railroad $68,870,200, 
64 The only effect, therefore, of the extremely low rates in- 


judiciously forced upon it has been, in consequence of this 
very small amount of stock, to reduce its net earnings from 


5 - er of 6 per cent. in 1880, on its surplus fund of Sept. 


1879, $38,204,657.93, after the payment of cash 
dividends to its shareholders, to 4 per cent. in 1881, on its 
1,642.37. The result 
for the fiscal year, under these adverse circumstances, 
shows, in excess of the cash dividends, a net gain and conse- 
quent increase of $1,697,038.24 of that fund. 

“These very satisfactory results under the serious and 
prolonged competition and unwise action of antagonistic in- 





terests show that the company can, whilst continuing to 


Sept. 30, 1881, which is covered by the 55th annual report, | effect excellent results for all holding investments in its 
were as follows: = property, maintain a just policy, presaive —_ 4 Se 
~ rests of its terminal cities and the ons with which i 
Main Stem, Baltimore to Wheeling.............0...-...++- 379.00 Peper eer 
Hee areccke Folnt Branches in Baltimore.-.-.--- $30 |, The earnings of the various lines for the year were as 
Valley Branch, Harper's Ferry to Harrisonburg.......... 101.00 | follows: a 
Metrovolitan Branch. Point of Rocks to Washington....... 43.00 .c. 
Alexandria Franch (Wash. City & Point Lookout R. R.).. 12.50 Net o 
Somerset & Cambria (from Jan. 23, 1881)....... .......- 45.00 a Earnings. Expenses. earnings. exps. 
Total Main Stem and branches.................... + 590.50 Bens .$11,122,259.56 $6,275,643.71 $4;846,615.85 56.42 
Wash m Branch, Relay House to Washington.... ... 31.00 | W as hington F ¥ £ RAY 
Parkersburg Branch, Gratton to Parkersburg............ ee —e vee 353,570.45 160,037 .21 193,533.12 
pan sawin xa 38. arkers a 
bebe Enis Ditin Noset ae bk gage an em ba mk oki 116.C0 on Onis 712,158.28 639,736.16 72,422.24 89.85 
Panos cancabead 263.00 | Centra. 0 
Whee na, Pitabucah a Doltimare . —, si phéaked jae 32.00 ar S 1,006,025 .40 777,757 85 228,267 .55 77.31 
Newark, Somerset & Straitsville R. R..................- «- 44. — aay * _ ‘ conan — . PG + eae 5 4 
t h....150.00 Chicago Div 638,661.65 1,185,591.97 53,069.68 72.35 
ae —" Seretse Doonty eee ase 00 woe h Div. 2,500,548.58 | 1,376,075.20 1,124,473.38 55.30 
ar e . Pleasant Branch........... 0.00 Vheeling, 
en - ate me eibdiessabs aa ee Pitts. & Balt. 53,557 .09 52,463 .69 1,094 .00 98.90 
* _ Rockwood toSomerset...... .. 9. Newark, Som- 
—— 191.50 erset & 
Stratsv. ... 177,304.53 135,755.74 41,548.79 76.70 


$7,073,398.4° 61.69 
7.986,970.00 56.39 


Total.. .$18,463,877.26 $11,390,478.84 
Tot'l previous 
18,317,740.00 10,330,770.00 


Ine. or dec... I. $146,137 
Per cent..... 


A comparison of the net earnings of the various lines is as 
follows : 





1880-81. 1872-80 Inc. or Dee. P.c. 


Main stem and 


branches...... $4,846,615.85 $5,172.980.76 D. $326,364.91 6.5 
Washiagton 
Branch... .... 193,533.24 246,496.91 D. 52,963.67 21.5 
Parkersburg 
Branch.......- 72,422.12 371,829.06 D. 299,406.94 80.5 
Central Ohio 
inde soepoke 228,267.55 311,454.49 D. 83,186.94 29.7 
Lake Erie Div.. 112,373.81 208,853.94 D. 96,480.13 47. 


Chicago Div.... 566,673.63 D. 
Pittsburgh Div.. 1,011,827.09 I. 
Wh., = Pitt & 


113,603.95 20. 
112,646 29 11. 


=-Oorfo 


453,069.68 
1,124,473.38 


its. 
Baltimore .. . 1,094.00 8,594.40 D. 7,500.40 87.2 
Newark, Som. & 
_ _ ee 41,548.79 88,259.74 D. 46,710.95 53.1 


The Pittsburgh Division is the only line showing a gain in 
net earnings. 

On the Washington Branch only maintenance and im- 
provements are charged. Many improvements were made 
in road-bed and ballast. 

The Parkersburg Branch expenses were increased by large 
renewals in steel, only 12 miles of iron track now remain- 
ing. - 

Fe Pittsburgh Division shows a surplus of $445,614.98 
over all charges, which has been credited on account of in- 
terest on cash advances made by the Baltimore & Ohio 
Railroad Company to the Pittsburgh & Connellsville Rail- 
road Company. 

On the Baltimore & Ohio & Chicago (Chicago Division) the 
net earnings show a comparative decrease of $113,603.95, 
The interest paid upon the 5 per vent. sterling loan of 
£1,600,000 taken for account of these companies amounted 
during the year to $391,015.85, and the taxes to $46,871.04. 
The taxes paid, $46,871.04, being deducted from the net 
earnings, $453,06¥.68, leave $406,198.64, which has been 
credited in the interest account of the main stem, in which 
is charged the interest paid for the Baltimore & Ohio & Chi- 
cago loan of 1927. 

The net earnings of the Chicago Division, and of the 
Wheeling a & Baltimore Railroad Company, bave 
been credited to the accounts for interest of those com- 
panies, 

The gross earnings of the Central Ohio Division were $1 
006,025.40, while the net were but $228,267.55, 
caused by the low rates fora large portion of the through 
business upon the line. Under the lease of the Central Ohio 
Railroad 35 per cent. of the gross earnings are paid annually 
to that company. The loss on this division for the year, 
under the agreement, was $123,841.34, which has been 
charged to the profit and loss account. 

MAIN STEM AND BRANCHES. 

The earnings and expenses of the Main Stem and branches 

(590.50 miles) were as follows: 

















1879. 1880. 1881, 
Earnings.... ...... $8,864,826.84 $11,229,880.61 $11,122,259.56 

Expenses: 

General expenses... $117,768.26 $169,184.27 $210,627.92 
Losses by accidents, 

Ee eee 70,064.12 40,100.53 45,833.47 
Expenses of trans- 

portation ......... 1,680,162.53 1,952,942.57 2,156,414.44 
Repairs of railway. 547,108.64 776 171.79 1,083,969.53 
Repairs of water 

IS <9:n06. duce 9,072.69 12,800.72 16,551.86 
Repairs and con- 

struction of de- 

Pr 63,258.44 103,910.41 141,236.90 
Repairs of bridges. 43,959.63 69,243.29 74,691.24 
Rep’rs of telegraph 

ebbbaesasssaces 9,727.49 10,819.86 25,065.36 
Repairs of station- : 

ary machinery... 69,901.92 87,226.57 98,201.56 
Watching cuts...... 36,898.14 37,679.32 34,854.32 
Watching tunnels. . 3,218.32 3,523.54 4,406,77 
Watching bridges. . 17,731.80 16,550.42 18,928.71 
Pumping water. .. 24,170.8) 26,728.76 29,386.82 
Repairs of locomo- 

rae 508,190.57 721,125.11 686,795.58 
Rep’rs of passenger 

a eT ee 186,514 69 212,206.04 236,511.93 
Repairs of burden 

cars, including 

construction of 

1,690 new cars in 

_. =e ree 774,772.18 1,359, 206.04 911,995.82 
eaning engines 

and cars.......... 68,265.35 64,827.64 81,557.80 
Conting’nt exp’nses 

of the machinery 

department ..... 4,782.59 5,641.63 9,786.57 
WUictdesesosen soos 268,406.32 367,017.76 386,803.87 
Preparing fuel and 

filling tenders.... 19,607.26 19,993.58 21,933.24 

$4,523,581.75  $6,056,899.85 $6,275,643.71 
Earnings more than 

expenses ....... $4,341,245.09 $5,172,980.76 $4,846,615.85 

Working expenses . 51.02 perct. 53.93 per ct. 56.42 per ct. 


It is shown that the earnings of the Main Stem and the 
branches stated, in comparison with the fiscal year 1880, 
have decreased $107,621.05, and the working expenses have 
increased $218,743.86, making a comparative decrease in 
net profits of $326,364.91. 
he expenses of working and keeping the roads and ma- 
chinery in repair amounted to $6,275,643.71, being 56.42 
per cent. upon the earnings, showing an increase of 2.49 
per cent. compared with the previous year, and of 5.40 per 
cent. compared with 1879. 


IMPROVEMENT OF PROPERTY. 





The report says: ‘‘ The condition of the tracks and engineg 
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has been brought to a high standard. New and splendid 
—— coaches, parlor and thoroufare cars have been added, 
replete with every/modern improvement and convenience, 
so that the company now furnishes an equipment unsur- 
passed for comfort and elegance. The hotels owned by the 
company are in superior order, and continue to be managed 
with exclusive regard to the advantage and enjoyment of 
guests, Their attractions, combined with moderate 
charges, have been greatly appreciated by the public, and 
have aided in obtaining the satisfactory increase of revenue 
from a. The beautiful country and delightful and 
singularly salubrious summer climate of the Glades re- 
gion, forming the table land of the Allegheny moun- 
tains, in Garrett County, Maryland, induced, during 
the past summer, a great increase of visitors. The hotels 


bails by tha conpany at Deer Park. in 1873 and 
at Oakland in 1876, were filled throughout the 
recent season to their extreme capacity, and the 


manager found it necessary to refuse more than 1,000 
applications of those who desired to be guests. As the require- 
ments for room for the next and future seasons are already 
large, it has been determined to so improve the hotels at 
both Deer Park and Oakland as to double their capacity, and 
to complete the addi ional structures in time for occupation 
next season, The great economy, comfort and facility with 
which» these admirable mountain summer homes can be 
reached from Wasbington, Baltimore, Philadelphia, Wheel- 
ing, Pittsburgb, C2lumbus, Chillicothe, Chicago, Cincinnati, 
Louisville and St. Louis, as well as from other Eastern and 
Western cities and sections, will continue to secure a great 
and increasing tavel to these charming resoris. * * 

‘“* Thirty-five engines were built at the company’s works 
at Mount Clare, namely, 22 of the largest class for freight 
service, and known as the Consolidetion, each weighing 51 
tons, with cylinders 20 by 24 in. 50-in. driving wheels, 8 
drivers connected, with a ¥%-wheel pony truck; 12 for 
passenger service, each weighing 83,200 pounds, with 
cylinders 18 by 24 in. with 4 drivers of 69 in. each in 
diameter; and one for switching purposes, weighing 67,050 
pounds, with cylinders 17 by 24 and with 4 drivers of 50 in. 
each in diameter. Of the number constructed, 27 engines 
costing $227,109 26, have been charged to rolling power, 
aud 8, costing $74,259 12, which replace that number with- 
drawn, because their capacity and patterns were not 
adapted to the president requirements of the service, have 
been charged to the repair account. Thirteen hundred and 
eight cars have been built at Mount Clare, and 34 sleep- 
ing and parlor cars, of the latest design and finish, 
combinin all the modern comforts and conveni- 
ences, and 6 passenger cars, have been purchased. The cars 
built at Mount Clare include 30 superior 8-wheeled passen- 
ger, 5 baggage, 362 house, 12 express, 594 gondola, 95 hop- 
p2r gondola, 96 stock rack, 3 double deck rack, 50 refrigera- 
tor, 41 caboose, 20 dump, side dump, stone truck, riggers 
and flat bottom. All the freight cars built have a capacity 
of 40,000 lbz., being nearly duuble that of the cars formerly 
used in the service. Of this aggregate of 1,348 car», 944 
being new and additional plant and costing $872,752.22, 
have been charged to rolling power; 404 cars were built to 
replace that number worn out, and their cost, $150,937.75, 
has been charged to the repair account. The axles of 626 
louse and 409 gondola cars have been enlarged and their 
iron trucks trussed, thus increasing their capacity from 26,- 
000 to 40,000 pounds; 545 iron hopper coal cars have been 
furnished with the standard axle, 34 by 7 in. journal, which 
change, combined with the raising or tue sides, has increased 
their capatity 50 per cent. The cost of these improvements, 
$36,823.65, bas been charged to the repair account. 

“The third elevator, C, was completed Sept. 8, 1881, and 
most opportunely. Its great capacity, 1,800,000 bushels, 
added to the large capacity of elevators A and B, furnishing 
together storage capacity for four millions of bushels, pre- 
vented a blockade of grain deliveries, which was threatened 
in consequence of the advance of prices in the United 
States beyond the rates which would permit shipments to 
Europe. This great additional facility therefore prevented 
large costs and losses to Western shippers, and enabled the 
Baltimore & Ohio Company to render signal and highly ap- 
preciated service to the shppers from the West and to 
merchants connected with the grain interests of Balti- 


more, 
“ The fixed a peiey of the Baltimore & Ohio Company is to 
continue to add large and effective facilities by which the 
increasing business and commerce can be thoroughly accom- 
modated and promoted.” 


TRAFFIC. 


; The statements of traffic given in the report are as fol- 
ows’ 








1880-81. 1879-80. Inc. or Dec. P. c. 

Tons through freight, 

East and West.... .. 2,014,110 1,980,397 I. 33.713 1.7 
Bbls. flour to Balto..... 959,568 598.992 I. 360,576 60.1 
Bu. wheat to Balto. ....12,572,332 16,409,500 D. 3.836.968 23.4 

* cor ogee 6,728,287 8,510,456 D. 1,782,169 20.9 
“ allgrain ‘ .. 20,329,858 25,962,696 D. 5,632,838 21.7 

Tons live stockcarried. 115,885 165,454 D. 49,569 29.8 

Tons lumber to Balto.. 79,003 54,530 “I, 24,473 44.9 
Coal tonnage: 

Main Stem, revenue... 1,756,087 1,831,890 D. 75,803 4.2 
“company... 424,521 423,256 . I. 1,267 0.3 
Total Main Stem... . 2,180,608 2,255,146 _D. 74,538 3.3 

Pittsburch Div......... 1,980,102 1,821,256 I. 158,846 8.7 

Trans-Ohio lines...... 378,917 312,454 I. 66,463 21.3 
,. ty ere 4,539,627 4,388,856 I. 150,771 3.4 
Ceal tonnage of the Pittsburgh Division includes coke. O 


the Main Stem revenue tonnage of coal 1,513,174 tons were 
carried to Baltimore, and 242,913 tons delivered to local 
points. 

The passenger earnings exhibit an increase from $1,379,- 
990.34 in the preceding year, and $1,171,033.30 in 1879, to 
$1,714,922. 16. 

The concluding portion of Mr. Garrett’s report is as 
follows: 


THE BALTIMORE & OHIO RAILROAD EMPLOYEES’ RELIEF ASSO- 
CIATION, 


‘Iu the last annual report it was stated that, with the de- 
sire of protecting and promoting the interests of the em- 
ployés of the Baltimore & Ohio Company and of their 
families, in cases of accident, sickness and death, the board 
had adopted an insurance scheme which had been carefully 
prepared after much study and examination of the numer- 
ous systems in use in Europe and America. The company 
made an appropriation of $6,000 per year, being the equiva- 
lent of 6 per cent. on $100,000, as part of basis and capital 
of the insurance fund. It was also stated that the prominent 
and active officers, and many thoughtful leading men con- 
nected with all branches of the service, had taken an earnest 
interest in placing the system in effective operation, and that 
their cordial good-willand kind and friendly intercourse with 
the employés had caused the advantages and excellence of 
the system to be oo, appreciated, ard that it was hoped 
the sound principles on which the association was based, its 

reat usefulness and the security it offered for every mem 

r, would insure its permanent maintenance and increased 
success. It is gratifying to state that the amount of relief 


afforded to its members, and its usefulness in promoting the 
welfare and efficiency of the employés, have exceeded the 
most sanguine expectations, and that its growth and popu- 
larity bave been unprecedented in the history of railway re- 
lief orgavizations on this continent. It has at this time an 
active membership of 14,673, none but employés being al- 
lowed to acquire or retain membership in the orgavization. 
During the 18 months of its existence, 6,239 claims and 
1,269 bills for medical attendance have been Laid, amount- 
ing to $163,929.77. The satisfactory working of the :sso- 
ciation has already enabled the committee «f management 
to double the allowance in cases of natural death of its mem- 
bers. 
THE BALTIMORE DRY-DOCK. 


“Tt is gratifying to state that the dry-dock, which was 
completed in 1880, has proven eminently successful and val- 
uable for the commerce of the port. Messrs. Malster & 
Reaney, the lessees of the property. have made large addi- 
tions to the machinery. Their skill and enterprise have 
added materially to the advantages and facilities of the 
shipping interests connected with the navigation of the 
Chesapeake. The dry-dock has been in constant use since 
its completion, and has received for repair 55 steamships 
and sailing vessels, many of which were of large tonnage, 
and some of which retained their full cargoes while in the 
dock. The strength, dryness and general efficiency of the 
structure have been thoroughly tested, and have given 
much satisfaction. 


DEEPENING THE CHANNEL TO THE PORT OF BALTIMORE TO 
7 FEET. 


‘*Upon a call from Congress for information as to the cost 
of increasing the depth of the channel, from the deeper 
water of the Chesapeake Bay to the inner harbor cf Balti- 
more, from 24 feet at mean low water, the available depth 
at that time, to 27 feet at mean low water, a report was 
made in January, 1881, by United States Engineer Lieut. 
Ccl. William P. Craighill, in which the cost of that work 
was stated to be $1,250,000, a full examination of the sub- 
ject having enabled him to reduce the cost, from the previ- 
ous estimate furnished to the United States Senate on June 
14, 1880, $250,000, namely, from $1,500,000 to $1,250,000. 
Congress sanctioned this important step forward in the im- 
provement, in express terms, in the River and Harbor Act 
cf March 3, 1881, aud made an appropriation of $150,000 for 
commencing it. Theengineer had the sum of $172,000 from 
former appropriations available for the same work, oe gy 
total of $322,000. A contract was made to the extent of the 
available funds with the American Dredging Co., stated to be 
an energeticand reliable firm. The work was commenced 
with one large dredge, and two others have been added, and 
two more are expected ina short time. While the increase 
of depth is being secured, an important change will be made 
in the position of a part of the channel, by which the distance 
will be lessened by nearly a mile, and the cost of mainte- 
nance decreased. To complete this improvement in the 
shortest possible time will undoubtedly be true economy. All 
the advantages of the improvement can only be secured 
when itis completed. The longer the time occupied in the 
work the longer Baltimore, and the vast interests depending 
upon the economies of the port, will be delayed in 
obtaining that which her commerce — embracing 
the exports and imports of the vast West and North- 
west, the South and Southwest—needs at once. It is under- 
stood that the able, judicious and effective representative of 
the United States, the Engineer in charge of this great 
work, has asked Congress to appropriate at its next session, 
in one sum, the balance necessary to complete it, estimated 
at $900,000. As so many, such important and great interests 
will be benefited by this work, which, if the appropriation 
be promptly made, can be completed ina brief time, it is 
earnestly hoped that it will be speedily granted so that the 
work can be rapidly prosecuted, and thus quickly place Bal- 
timore ina position to furnish a sufficient depth of water 
for the largest steam and other ships used in commerce, and 
also reduce the cost of freight to shippers, thereby giving 
this valuable economy to the consumers and producers of 37 
states and territories, who so largely use Baltimore as their 
best port for foreign trade. 


CHESAPEAKE & DELAWARE CANAL. 


‘*TIn the last annual report it was remarked that the im- 
portance of constructing this great national work was at- 
tracting constantly increasing attention. The advantages 
and importance of the proposed first-class ship canal, from 
a suitable point connecting the Chesapeake with the Dela- 
ware Bay, near the excellent harbor made by the United 
States government by the construction of the Delaware 
breakwater, continues to be a subject of increasing inter- 
est. The attention of the great sections of the country 
which use the port of Baltimore as their most economical 
eutrepot is being attracted constantly in a greater degree 
to the value of this outlet. The advantage of decreasing the 
cost of transportation, by saving nearly 200.miles of the dis- 
tance for vessels bound to or from European ports and for 
New England, in its intercourse with the regions connected 
with Baltimore, and avoiding the most objectionable part of 
the navigation of the existing route, isreceiving the attention 
its importance demands, A provision of the Sundry Civil 
Bill, approved March 3, 1881, required additional surveys to 
be made by the Engineering Department of the United 
States across the peninsula of Delaware and the Eastern 
Shore of Maryland, for the purpose of establishing a route by 
canal for a connection between the waters of the Chesapeake 
and Delaware bays. These surveys have been in progress 
during the summer and autumn under the general’ direction 


of Lieut.-Col. Craighill, and under the immediate personal | sa 


supervision of Captain Thomas Turtie, corps of engineers. 
The results of these additional surveys will be communicated 
to Congress early in the next session. 

‘* The great public interests demand the most direct avail- 
able route, accessible at all times, by which there wil] be the 
least detention from ice or otherwise. It is anticipated that 
the present surveys will demonstrate the best practicable 
route, and it is hoped that such action will be taken by Con- 
gress as will insure this vast economy to the commerce of 
the larger part of the United States. Not only should this 
canal be constructed to create the great economies for such 
au immense commerce, but because it will afford unquestion- 
ably naval and military advantages of incalculable value in 
case of foreign war, through the capacity it would furnish, 
without exposure to hostile cruisers on the ocean. for quick 
and safe transfer of vessels of war between the Chesapeake 
and Delaware bays, so as to be used alike for the protection 
of the National Capital, Baltimore and Philadelphia, and the 
numerous cities and populations on the Potomac and Dela- 
ware rivers and the regions connected with these vast areas. 
The tonnage of through merchandise, east and west was: 








Cg os 435,207 tons. | For 1877 ........ 1,047,645 tons. 
* 1872 557, ne eae. Perrier © ie 
* 1873 640.265 *“* * 1879. ‘ 

*. Bares 752,256 “ | * 1880. 
1875.. .-. 872,101 “ *. dome 
ee RS 1,093,393 “ | 


“The board express with pleasure their continued appre- 
ciation of the successful ent of the business of the 
company through the faithfulness and efficiency of the 





officers and employés in all departments of the service. 





Burlington, Cedar Rapids & Northern. 


This company’s report covers a period of 18 months, from 
July 1, 1879, to Dec. 31, 1880, the fiscal year having been 
changed to end with December instead of July. The roads 
ha by the company at the close of the year were as fol- 
ows: 


Main Line, Burlington, Ia., to Albert Lea, Minn 
Milwaukee Division, Linn, Ia., to Postville... ..........06- 0 94 
Pacific Division, Vinton, Ia., to Holland.......... ..sss-eeeeee 48 


Iowa Falls Division, Holland, Ia., to Clarion... .. ....... 55 
Muscatine Division, Muscatine, Ia., to Riverside. ...........+ 31 
Iowa City Division, Elmira, Ia., to Montezuma.... .......... 83 

WOR ci vcscces” axstnsadetavermessseaedacs TTT Te eT 563 


The track from Manly Junction to Northwood, 11 miles, 
is owned by the Central Iowa Railway, and operated in 
conjunction with that railway. The track from the state 
line to Albert Lea, 1214 miles, is owned by the Minneapolis 
& St. Louis Railway Company, and is leased to the company 
for a term of 999 years. 

There are three subordinete companies owning parts of the 
line, but they are really owned by this company. 

The equipment consists of 46 engines; 13 passenger, 2 
chair, 1sleeping, 9 combination and 8 baggage and mail 
cars; 1,059 box, 111 stock, 224 coal, 90 flat and 28 caboose 
cars; 7 service cars; 105 band and 120 rubble cars, 

The general account, condensed, is a follows: 


MET cp chethscoveaele sansedenneasWek am pasebenes $10,000,000.00 
MUNIN 5 35. Si50 tit dsc5 ds sbetecpuacebaecn bosses We emene 8,059,000.00 
VEINS GA. BOCIUNIG 6 55 | 6c65Socers ne ccecdcsvotss 175,440.69 
PN codm, cdebietstantihe. Magetecesemensi\ecikwad 1,069,674.93 


1,029,057.08 





MU Sousa cas timshes. dee stibaenae ie: Wate ahere $20,333,172.70 
Total cost of property, including 
IN TNO, cena k coctviens, vevesuned $14.923,437.24 
ee EEPEORT TEE PT eo 4,500,«:00.00 


Sundry assets, cash, ete 
NE ik. second: ‘site nse ROewer 
PG chk so axcnkhs, SSaisahavccar Dieh 


273.603.85 
99,989.21 
536,142.40 


20,333,172.70 
Of the bonds $6,500,000 bear 5 per cent.; $150,000 
Minneapolis & St. Louis, 7 per cent. ; $584,000 Iowa City & 
Western, 7 per cent.; $825,000 Cedar Rapids, Iowa Falls & 
Northwestern, 6 per cent. 
For the eighteen months the traffic was as follows: 


Six months, Year, 
1879. 1 








Train miles: 880. Total. 
ee SEE POLO Tee oD 645,277 
— _ aa eae 1,220,783 
Service and switching 314,135 

MPD Raia =) nese eek ocasuse A 2,180,195 
ig ON er 5 2,229,791 
Passengers carried.. ....... 319. 479,811 
Passenger miles.... ........ 13333. 17.011,375 
Tons freight moved......... 1,375,07 1,993,127 
C0 eee 40,200,726 110,244,907 150,644,733 

Av. rate: 

Per pass. per mile.... ...... 3,157 cts. 3.190 cts. 3.124 cts. 
ERE T Ie ee rr skis 2.580 * 
Br Oe OP ys oa sass, & ow nenee 1.460 ‘ 1.530 ‘ 
iat cdctranbinnsemcae cur awiin Wale ‘amit 0.933 “ 


Of the ton miles for the 18 months, 15,380,574 were of 
company freight moved free. Of the ton miles, 25,220,420 
were of coal, the average rate on which was 1.08 cents per 
ton per mile. 

The earnings were as follows : 


Six months, 1879. Year, 1880. Total. 











i< See $179,309.85 $382,160.29 $541,470 14 
a eae 72,385.74 1,633,498.38  2,305,8%4.12 
aS ere oe 29,431.19 57,823.16 87,254.35 
PL sk secinceeenal $881,126.78 $2,053.481.83 $2,934,608.61 
Expenses............... 552,246.83  1,343.724.71 1,895,971.54 
Net earnings. ..... $328,879.95 $709,757.12 $1,038,637.07 


The earnings and expenses of the entire line for the calen- 
dar years 1879 and 1880 were: 








1880. 1879. Increase. P.c, 
Earnings ........ $2.053.481.83 $1,534,950.90 $518,530.93 25.3 
Expenses......... 1,343,724.71 984,808.79 358,915.92 26.7 
Net earnings .$709,757.12 $550,142.11 $159,615.01 22.5 
Gross earn. per 
TNO i sswiscoend 4,131.75 3,449.23 682.42 198 
Net earn. per mile 1,428.08 1,236.28 191.80 15.5 
Per cent. of exps. 65.44 64.16 fh 
The average mileage worked was 496.63 miles in 1880 


and 445.22 miles in 1879. 
The general statement of expenditures from net earnings 

is as follows : 
Six months. 1879. Year, 1280, 














: Total. 
Net earnings........ $328.879.95 $709,757.12 $1,038,637.07 
Interest....... .--$167,750.00 $367,420.00 $535, 170.00 
Construction -. 13,668.52 6,622.61 20,291.13 
Improvement. 20,036.58 23,246.96 43,283.54 
Equipment............ 57,209.32 212,534.67 269,743.99 
Other expenditures... 17,011.69 80,026.14 97,047.83 
TOR. 5 céivscensd 275,676.11 $689,850.38 $965,526.49 
,- Balance. ......3. $53,203.84 $19,906.74 $73,110.58 


Of the interest paid $487,500 was on bonds of the com- 
pany, and $47,670 on bonds of leased lines. 

The President states in his report that when the property 
came into possession of the present organization it was 
greatly out of repair and the lines were incomplete. Kx- 
tended repairs and improvements were necessary. The report 


Ys: 

“The work thus begun has resulted in an extension of the 
company’s main line from Plymouth Junction to Albert 
Lea, in Southern Minnesota, where connection is made with 
the Minneapolis & St. Lonis Railway. With this connec- 
tion at Albert Lea, and connection at Burlington, Ia., with 
the Chicago,'Burlington & Quincy Railroad south, a through 
line from St. Louis, Mo., to Minneapolis, Minn., has been 
practically established. ‘ 

‘**The Pacific Division of the company’s railway, at the 
time of purchase by this company, extended in a north- 
westerly direction from the point of junction with the main 
line at Vinton to Traer, a distance of. only 25 miles, but in 
cearving out the system adopted by our predecessors, this 
line has been extended to Clarion, the county seat of Wright 
County, a distance from Traer of 78.04 miles. 

** The Muscatine & Western Branch, which extended from 
Muscatine westwardly to Riverside—a distance of 30 miles— 
at the time of the organization of the present company, has 
been extended to, the valuable and inexhaustible coal mines 
of Keokuk County, and from thence to Montezuma, the 
county seat of Poweshiek County, a distance from Muscatine 
to Montezuma of 57 miles. * * 

‘In addition to these extensions and connections, a con- 
nection has also been made with Iowa City by a line of road 
extending from Elmira, on the main line, via lowa City, to 
Riverside, where connection is made with the Muscatine & 
Western Division, a distance of 23.03 miles. * * 

“Tbe surplus earnings of the road, in excess of operatin 
expenses and payment of fixed charges, during the peri 
covered by this report, have been devoted to the improve- 
ment and equipment of the company’s railway.” 




















